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Aida 


FUEL ECONOMY PROPOSAL REVEALS LNFORMATION ON TU-134 AIRPLANE ENGINE 
Moscow VOZDUSHNYY TRANSPORT in Russian 13 May 80 p 2 


[Article by V. Borodenko, senior flight engineer examiner et the U1' yanovek 
Civil Aviation Training Methods Center: "The Coet of a Year's Coordina- 
tion") 


[Text) ihe economy of fuel and material resources is a problem of para- 
mount isportance for all enterprises in civil aviation, and therefore it 
ie necessary to investigate all possible methods of using these resources 
carefully. A great deal of fuel and many hours of TU-134 aircraft engine 
service life could be saved at the Ul'yanovek Order of Lenin School of 
Advanced Flight Training if we were permitted to execute take-offs and go- 
arounds at the engines’ nominal rated power when performing training and 
practice fitghte. 


The TU-134 aircraft has a high power-to-weight ratio. At temperatures of 
12° and lower it remains practically constant. This occurs because, at 
euch temperatures, the engines operate in a limited take-off regime and 
their thrust remains constant. At temperatures above 12° the engines oper- 
ate at constant peak r.p.e. In this case, the temperature of the outgoing 
gases remains practically constant, while the thrust decreases due to a re- 
duction in the air sass flow rate and the degree to which the air is com- 
pressed by the compressor. Thus, at temperatures of 12° and lower, when 
the atmospheric pressure is close to normal and when the length of the run- 
way is 2,500 @ or gore, the execution of a take-off or a go-around at nosi- 
nal rated power during training and practice flights insures the complete 
safety of the take-off. 


The State Scientific Research Inetitute of Civil Aviation also considers 
that take-offs in the TU-134 at nominal rated power is entirely feasible. 
In 1974, when I first addressed the editorial board of GRAZHDANSKAYA 
AVIATSIYA with such a proposal and enclosed the necessary substantiation, 

l received a reply from the State Scientific Research Institute of Civil 
Aviation stating that the question which I had posed was an urgent one, and 
that tests in this area were being conducted. More than two years vent by, 

















oul @Y Gueetiem Stil. Bad Bot ceen decided. in 1976 i again addressed 

~bhe Question to the State Scientific Research Institute of Civil Aviation. 
, whi. cite Che ceply verbatia: “At the State Scientific Research Inetitute 
ot Cavan Aviatios the question of using nominal rated power in the execu- 
C.o8 of practioe tiigite was worked out .omg ago. AC the imetitute spe- 
ches icgat Ceete of TUeio« and TU-li« aircraft were conducted and recon- 
sendations were developed for introduction into the Flight Operations dand- 
DOOK. hese fecommendations provided for the use of sominal rated power 
On Canewotfe and gowarounds for TU-l)4 and TU-154 aircraft. At the present 
_ ae (eee recommendations are being coordinated at the Public Design Bu- 
reau aSe wil. subsequentiy be introduced. The take-off procedure with the 
apps.cation of seminal rated power, in addition to the economic effect, 
provides an even Bore accurate imitation of take-offs with heavy loads.” 


ive reply wae dated 14 September 1976. From the reply, it follows that 
che question really was urgent and was almost decided, dowever, 1980 has 
aiteady begun, and, a8 usual, we waste about 500 tons of fuel yearly and, 
as uveuei, we use up the service life of the TU-134 engines three tines 
faster then is normal, Each time the engine is brought up to the take-off 
regime “costs the engine one hour of service life. As it turns out, 
oringing the TU-134's engines up to the take-off regime uses up the ser- 
vice sours available to us, whereas the actual running time in hours com- 
rises only about 30 percent of the prescribed (between-repair) service 
ite. That is, the frequency of engine replacement and repair is three 
times a8 great. Une need only be reminded that a TU-134 engine costs 
°5,000 rubles and that the school sust replace dozens of them yearly. 


loreover, due to a shortage of engines, one or two aircraft at the school 
are always out of service. It is not difficult to see what great losses 
cae school and che Scate aust bear each year just because the question of 
using Sominal rated power instead of take-off power has taken sore than 
three years to coordinate. 





why, then, is it taking so long to decide this urgent question, especiall. 
if one considers that the TU-134 has been flying for 13 years? 


To the State Scientific Research Institute of Civil Aviation's credit, this 
suesction has already been decided for the TU-154, and we hope to receive in 
che very near future a change in the TU-134's Flight Operations Handbook 
chat will allow us to execute take-offs and go-arounds at sominal rated 
cower while performing flights. 


9512 
CSO: 1829 











MOTOR VEHICLE 


COMMERCIAL, PRIVATE USES OF MOTOR VEHICLES OUTLINED 
Ukrainian Minister 
Kiev RABOCHAYA GAZETA in Russian 17 May 60 p 1 


\Interview with UkSSR Minister of Automotive Transport Fedor Petrovich Go- 
lovchenko by a RATAU correspondent: "Give Automotive Transport a Precise 
Khythm" | 


{Text} More than 20,000 plants, factories, construction 
projects and organizations and thousands of kolkhozes 
are being served by UkSSR Minavtotrans (Ministry of Auto- 
motive Transport] automotive enterprises. They carried 
out the plan for the first 4 years of the five-year plan 
in hauling volume and the other most important technical 
and economic indicators. A_ RATAU (Radio-Telegraph 
Agency of the Ukraine] correspondent asked UkSSR Ministry 
of Automotive Transport F. P. Golovehenko to tell about 
the components of this success and about the measures 
that are being taken to provide a precise rhythm fcr the 
transportation conveyor. 


[Question] As is known, the amount of motor-vehicle hauling in the repub- 
lic iS growing steadily. What are the branch's workers doing, Fedor Pet- 
rovich, to solve the new tasks successfully? 


[Answer] Despite the fact that we now have to haul 35 million more tons 
of freight than last year, the plan for the first quarter has been car- 
ried out both for the ministry as a whole and for all oblast automotive 
freight-transport administrations. Integrated socialist competition for a 
worthy greeting to the 110th anniversary of the date ofbirth of V. I. Len- 
in helped very much. Workers of the Voroshilovgradskaya, Dnepropetrov- 
skaya, Zaporozhskaya and other oblast administrations achieved excellent 
successes during the labor drive to carry out the decisions of the 
November 1979 CPSU Central Committee plenum. 


A further rise in automotive transport utilization effectiveness will be 
achieved by increasing the amount of haulage planned on the basis of 





ugerivee trom the use 0; an ASL | automated con- 


he centralized d toh of freight, the share of which 
Nan aval eachea 69 perpoente=the ieve, pianned for the end of the 
“4 8 Deang effected on af ever-increasing seale. The gain: 
i are twoefoid: we free freight shippers and recipients 
ft ; ne (hat are not inherent in their jobs and from additional 
tures, and i (he other hana, we use transport resources with a 
A ©ld. It atrengthens creative collaboration with our re=- 
‘ies. Collective forme for organizing work, particularly the 


ntract, are being improved, More than 800 brigades are now 
nmuer This Methed al common-carrier automotive transport enter- 
heir output per vehicle is higher and nonproductive idle vehi- 
e tice and fuel consumption are lower than those of other brigades. The 
imac | Heroes of Socialiet Labor 2. V. Gorbonos, A. G. Ivanenko and 
Ns shcohervakov ire rightfui.y considered to be the example-setters. 


(t was pointed out at the December 1979 plenum of the Ukrain- 
mist Party Central Committee that UkSSRK Minavtotrans is obligated 
nore actively the service that supports intercity hauling, and 
7 uch better the poter..ial of the vehicles that belong to other 
agencies for hauling incidental freight. 


Answe! es, CPSU Central Committee Politburo member and Ukrainian Conm- 
ist Party Central Committee First Secretary V. V. Shcherbitskiy spoke 
about th n his report. Based on nationwide expediency, the republic 


adopting the policy of creating a unified transport system for carrying 
out intercity (interoblast) and interrepublic freight hauling. The min- 
ter is taking important steps aimed at improving the organization and 
ise of automotive transport and will, ir particular, undertake the hauling 
hat freight whose shipment by rai transport is recognized as irra- 
mal. He is also striving to reduce empty runs of motor vehicles, load- 
ng them up regardless of their depa:tmental subordination. For this pur- 
se, nine more fixed facilities for the monitoring and control of the 
ntal loading of automotive *<ransport are to be created. They will 
be established in Kiev, Voroshiiovgrad, Donetsk, Nikolayev, Khar'kov, 
dessa and other oblast centers. 





The va.uable initiative of the workers of the Zaporozhskaya Oblast Automo- 
/e Freight-Transport Administration, who are working under the slogan, 
event empty runs by automotive transport," deserves attention. The 
nitiative of the Zaporozh'ye personnel is being actively supported by 
meat automotive enterprise < ollectives. 


-« 
, 


estion, What is being done to improve passenge. service? 


Answer| The republic's automotive transport gives high priority to meet- 
ing the workers’ needs for hauling. More than 21 million people use its 
services daily. In consicering this, major attention is being paid to 
strengthening the operating-equipment base, for whose u_velopment many 
funds are appropriated. Thus, new bus fleets are going into operation in 
Aiev, Krivoy Rog, L'vov, Sevastopol’ and Odessa in 1980. A modern bus 











terminal will be turned over for operation in L'vov. It is planned that 
about 80 automotive fueling stations will be built in the concluding year 
of the five-year plan. 


The bus fleet is being augmented by more modern models of vehicles. The 
number of taxis in cities is being increased by almost 4,000, of which 300 
are to be equipped with radios, The express-bus network will be further 
developed, primarily on suburban routes and resort-zone routes. 











A system of centralized traffic control whose creation is being completed 
in Many oblast centers and large cities will help to promote regularity 
in the operation of automotive transport. ASU's in Kiev, Donetsk, L'vov 
and Simferopol’ will be turned over for industrial-test operation this 
year. 


(Question] How are preparations for automotive passenger transport for 
Olympiad-80 progressing? 


[Answer] It is assumed that Kiev will be visited by more than 27,000 for- 
eign and Soviet tourists during the Olympic Gases. Eight hundred buses 
and 240 taxis will service Olympiad participants and guests in the 
Ukraine's capital. 


Right now the revision of routes and traffic schedules for suburban and 
intercity bus lines is being completed. All stop-point pavilions have 
been constructed or rebuilt, rest areas and parking places have been 
equipped, and technical servicing stations have been reequipped along the 
entire distance of the roads over which the cars of foreign tourists will 
travel. 


In order to provide a high level of transport service for guests of the 
republic's capital, drivers and line personnel are attending special 
courses for raising their qualifications, and they are studying foreign 
languages. 


Trucking Industry Problems 
Frunze SOVETSKAYA KIRGIZIYA in Russian 4 Jun 80 p 2 
[Artic.ie by R. Kul'matov, manager of the Transport and Communications Sec- 


tion of the Kirgiz Communist Party Central Committee: "Full Yield from 
Every Motor Vehicle") 


{Text] In our mountainous republic, motor-vehicle trans- 
port has the leading role in freight and passenger haul- 
ing. The effectiveness of its work has been raised in 
recent years. At many motor pools rolling stock is be- 
ing serviced on time, fuel accounting is being improved, 
and measures are being taken to fill out the drivers’ 
ranks, 











’ he Same Lime, there are atill many deficiencies in 


ach truck should be operated with a full workload and used only for its 
yoated purpose. In practice, however, this requirement often is vio= 
‘ated. in seme kolkhozes and sovkhozes trucks are being used as...person- 
a. vehicles. Farm managers are legitimating this unlawful situation. For 
example, at Kolkhog imeni Shevehenko (the chairman is Comrade Breus and 
Ur vty committee secretary is Comrade Burgabayev) of Dzhangi-Dzhol 'skiy 
ayon, seven trucks were assignea to the chief engineer, veterinary work- 
e} ind OTF ([sheep-husbandry department] manager. At Sovkhoz Seydykum 
he Girector is Comrade Makhmudov and the party committee secretary is 
rade Kaigarov) of Bazar-Kurganskiy Rayon, trucks were allocated for 
oy the chief agronomist, the chief engineer, the kindergarten mana- 
ger and a division manager. At Kolkhoz imeni Frunze (the chairman is 
Comrade Abduvaitov and the party committee secretary is Comrade Murzaku- 
(OV) Of Naukatskiy Rayon, the chief engineer uses a fuel truck, the live- 
stock=complex manager a milk truck, and the OTF manager a GAZ-66 truck, 
for official trips. 


At the Sevkhoz imeni Kuybyshev (the director is Comrade Mula-Akhunov and 
the party committee secretary is Comrade Musayev) of Alamedinskiy Rayon, 
Kilometerage of the truck for official trips of the chief veterinarian in 
ist 20 days was 3,400 km, and gasoline consumption exceeded 1,000 liters. 
The chief livestock specialist rode more than 1,200 km in 20 days on a 
milk carrier, the chief veterinarian 475 km in 9 days. The "record" goes 
to the vehicle assigned to the OTF. The department's specialists found a 
way to "spin" 2,300 km in 9 days. All the kilometerage consisted of empty 


‘ruck transport is used irrationally also at Kolkhoz Chayek of Dzhumgal '- 
sk'y Rayon, Solkhoz Moskva of Suzakskiy Rayon and Sovkhoz Kyzyl-Suu of 
Aeminskiy Rayon. 


AL some farms proper attention is now paid to reporting motor-vehicle op- 
eration and to signing for fuel. At the Kolkhoz Kumushtak (the chairman 
is Comrade Varkhalinskiy and the party committee secretary is Comrade 
Toykinov) of Leninpol'skiy Rayon, for example, reports of measured dis- 
tances between farm facilities are lacking. The kilometerage is not being 
reported on trip logs. 


The lack of monitoring lessens people's feelings of responsibility and 
creates favorable soil for misuse. Thus, during the first quarter, 209 
drivers who used trucks for personal profit purposes were arrested. Some 
of them had driven outside the republic. For example, driver Ya. Romanov 
of the VAZ [Volga Motor-Vehicle Plant imeni 50-Letiya SSSR] Automotive 
Center was hired to deliver apples to Omsk in a powerful KamAZ 

.cok. And driver V. Motorin of Frunze Motor Pool No 7 headed for Barnaul 
and driver P. Akinin of Kirgizvtortsvetmet's motor pool went to Balkash 
with that same freight. Many such examples can be cited, unfortunately. 











Nor can one be recon iled to the fact that certain drivers leave state ve- 
hicles at their hou at night. This is possible only where proper moni- 
toring and reporting are lacking. During @ check, "household" parking 
lots were found at Kolkhos imeni Frunze of Naukatakiy Rayon, Kolkhoz imeni 
Rakhnandzhan of Leninakiy Rayon, and Sovkhoz Sovet of Sovetskiy Rayon. 


All this is reflected negatively in motor-vehicle utilization effective- 
ness. An analysis of the technical and economic indicators of motor-vehi- 
cle t.eet operation by kolkhozes and sovkhozes that were checked indicated 
that the yield per listed motor-vehicle tonnage is 30-40 percent of the 
corresponding indicator achieved by common-carrier automotive transport. 
Although the motor ticet's ut.i.ration factor is fairly high--73-80 per- 
cent, the kilometerage with loads remains comparatively low. This indi- 
cates that very many trucks are making nonproductive empty runs. Last 
year 10,200 vehicles were found that traveled without freight and over 
great distances. In January of \his year there were 263, 


It is the duty of party organizations and of farm managers to wage a deci- 
sive drive against the irrational use of automotive transport. The work 
must be so arranged that each vehicle works with a high yield. For this 
purpose it is necessary, first of all, to establish the strictest monitor- 
ing and to arrange for active reporting. 


Vehicles Standing Idle 


The highly productive use of transport depends directly upon its operating 
condition. But at some farms proper significance is not attached to the 
maintenance and upkeep of the vehicle fleet. At the Sovkhoz imeni Tel'- 
man (the director is Comrade Bega'iyev and the party committee secretary 
is Comrade Mambulatov) of Panfilovskiy Rayon, a check indicated that 16 
out of the 46 available motor vehicles had spent a long time in repair. 

At Kolkhoz Yaroslavskiy (the chairman is Comrade Ibramaliyev and the party 
committee secretary is Comrade Konovolyanikov) of this same rayon, 22 

of the 48 motor vehicles were idle in the garage awaiting repair, and 9 of 
them had been there more than 8 morths. 


At Kolkhoz Put' k Kommunizmu (the chairman is Comrade Musakulov and the 
party committee secretary is Comrade Gayduk) of Sokulukskiy Rayon, 17 of 
the 52 motor vehicles were being repaired, 6 of them having been undergo- 
ing renovation now for more than half a year. The situation was no better 
either at Kolkhoz imeni Shopokov, Kolkhoz imeni XXI Parts"yezd, Kolkhoz 
imeni Lenin, and Sovkhoz 50 Let SSSR of this rayon, or at Sovkhoz imeni 
Kuybyshev of Alamedinskiy Rayon, and Kolkhoz imeni Kalinin, Kolkhoz Zavety 
Lenin, Sovkhoz Iskra and the MSO [Interkolkhoz Construction Organization] 
of Kantskiy Rayon. 


Technical servicing and customer-ordered repair of vehicles at motor pools 


of the republic's Minavtoshosdor Ministry of Automotive Transport and High- 
ways] (the minister is Comrade Orozaliyev) are performed unsatisfactorily. The 
stations and lines are not completely equipped, have not beer provided 








Ati e PauRLOTI tt) “aia iwoPricat= 


sr i ri ANUALLV Out | «U0 tara, oniy 
t of the fiow linea the inatalled 
sf five evaiuation of the condition 
, a ; nents 
gence Of wear w;obLangn on the part of the ministry and the 
’ aniy Mm oO. Managers, schedules for planned- 
repair ha Der Made ip, an aceounting oF Ki lometerage if 
, ade, thet ire substantial discrepancies for all 
hnical | performed in violation of the standard 
iat 10 motor | the Przhevai'sk Lead Automotive 
terprise (the director is Comrade Akamataliyev) and the North- 
era ! irust the manager is Comrade Boobekov), 519 of 
» Or BO percent, were idle for customer-requested repair 
i n Ks 
me oaeve warenouses i Organizea pooriy, and they 
ie ini with the serviceabie assemblies, < omponents and 
i sit iVaiiat al enti warehouses At most motor pools 
no pre e organization of the production line's output. On the 
’ heck, 12 it of the 608 motor vehicles, or every s.xth vehi- 
ume (tf the line after 10 hours instead of 8. Trucks were sent to 
ng nts in violation of the schedule. As a result, long lines are 
ng ijding and unloading werk. Machines are idle 17-20 per- 
rit j 


y of Automotive Transport and Highways is not doing enough work 
he organization of intercity hauling of freight. Containers, 
ind packaging are being used extremely poorly. Not in one city of 
ibiic have rational express routes planned by electronic computers 


Lroguced, 

: i " pit Age! . Le ‘ = 7 & 

lALVSiS nuicatt convincingly that agen v~-owned transport is being 
pecially poorly. in order to put a good face on the situation, the 

e1 f some motor pools go to all possible lengths, including exag- 
reporting. 

» in seven orgat itions of the republic's Ministry of Construction 

er is Comrade Kuznetsov) 36,300 tons of freight and 532,500 


km were overreported, exceeding the actual amounts 2.4-fold. Through 
forgery," motor vehicle bases illegally obtained 36,300 rubles and 
, .7 tons of fuel. The Rybach'ye SMU [Construction and Install- 
Administration] the chief is Comrade Yavkin and the party organiza- 
secretary is Comrade Poskochin) especially "distinguished" itself. 
months here, hau 9 WA erreported | 12,300 tons of brick and 
tons of concrete and mortar. The administration unlawfully paid out 


00 rubles to the motor-e-vehicle base. 








ihe Minsetry of cComhelPuction has nol organized constant centraiized con= 
trol over the operation of automotive transport, even at major freight= 
opgani cing pointe, and the reaponsible officials, in order to avoid Pre=- 
»pone Bility for untimely poad ing ate uh oading of motor vehicles, do not 
ndicate in the documents the time spent on the loading operations or 

hy ndicate Much iesaa time than wae actually expended, In the past year, 
because of the absence of .ayover tite on commodity=transport invoices, 
motor=veh.cle bases exacted from construction organizations 16,200 rubles 
in peoalties. it was written off as operating costes for the output pro- 
duced, and the guilty have not been brought to account. 


And where layovers have been reported, they turn out to be much shorter 
than the actual layovers. For example, at facilities of the Stroyindus- 
triya Truet (the manager ie Comrade Kugnetsov and the party organization 
secretary is Comrade Nurdinoy), according to the transportation invoices, 
layovers in November supposedly totaled 2,700 hours. But time-keeping 
records indicated that the vehicles were inactive 1.5<fold to 2-fold more, 


Hecause of the low degree of organization of repair work in Minstroy (Min- 
iatry of Construction) motor pools, many reserves for increasing freight- 
hauling are being lost. The reinstatement of transport is being conduct- 
ed mainly by the drivers themselves. The branch is not taking steps to 
reduce empty motor=-vehicle kilometerage and the consumption of fuels and 
lubricants, and high kilometerages from the garage to the first reporting 
point and from the last point to the garage are being permitted. For ex- 
ample, empty rune during the year for daily delivery of vehicles just to 
mortar-and-concrete mixing facilities located in the eastern industrial 
zone of Frunre totaled 221,000 km and fuel consumption was 38.3 tons. 


The Ministry of Construction is siow in introducing advanced hauling 
methods. Up until now the centralized shipment of freight from supply 
bases has not been organized, the delivery of eamail-item freight accord- 
ing to a echedule is lacking, and only five collectives are working under 
brigade contract. 


These deficiencies are inherent also in interkolkhoz construction organi- 
zations of the Kirgizkolkhozstroy | Interkolkhoz Construction Association 
of the Kirgiz SSR) (the chairman is Comrade Bychek). Very often exagger- 
ated reporting of the amount of haulage is permitted here, and fuel con- 
sumption is being poor. reported and monitored. Such cases have been 
discovered in ‘he Drhety-Ogurskiy MSO (the chairman is Comrade Mamytov and 
the party organization secretary is Comrade Bakanov), the Tyupskiy MSO 
(the chairman is Comrade Abdukadyrov and the party organization secretary 
ie Comrade Mambetalivcyv), and the Alamedinskiy Ppyk [Mobile Mechanized Col- 
umn) (the chief is Comrade Pavienko and the party organization secretary 
is Comrade ivzaak). 


At the Rybach'ye tor-vehicie base of Kirgizsnolkhozatroy |Kolkhoz Con- 
struction Trust of the Kirgiz SSR) (the chief is Comrade Kuleshov and the 
party organ: zat ion secretary is Comrade sononenko) = an elementary 














i rian ul \Pate i wera hake het been provided ior, Speedometer 
had. hg we fol being Son. loPed, an@ gaso.ifhe consumption is not being 


ihe Teverieh harvest campaign is approaching. Ite pace and rhy tha will 
\ greatly upon effective metor=transport operation, This was empha- 
recently at the republic conference of managers of transport enter- 

ori ees afd Orpan.calions, Ministries and agencies and of representatives 
of party and seviet organs. The necessity for intensifying monitoring 

r ‘Pansport operation and for Paising exactingnesse toward motor-pool 
bahbagers for . le assiduous application were pointed out. The economical 
use of each vehicle i# an urgent task of the day. 


KamAZ Customers 
" MOOMOL 'SKAYA PRAVDA in Russian 24 Jun 60 p 2 


Article by Hy Baleyey, T. Seopsakova and N. Krivomazov (Naberezhnyye Chel- 
ny and Abakan): "AaMAL if Picking up Speed") 


\Text | The urgent question is: who will use the vehicle, 
ind how? 


\Wnatoliy Derevteov's hand was perplexedly twirling his airplane ticket to 
rasnoyarek, which he will have to return to Aeroflot. It seems that he 
feele uncomfortable because he had dashed the hopes of various youths from 
‘ferent cities to win the Grand Prizge--the 150,000th KamAZ truck. But 
the dr. vers==a generous people=-were the first to congratulate the winner. 

And they handed him their drivers’ prize: they had passed the hat and 
oresented Anatoliy with a fat bundle of coupons for diesel fuel. Enough 
to get to the Yenisey'’ 





Thus the paper concluded the current reporting from the contest of the 
young drivers’ skills that had been arranged by the administration, the 
\amAZ Komeomol committee and KOMSOMOL'SKAYA PRAVDA, But both the read- 
ere’ lettere that came to the editorial office and the numerous opinions 
of e@pecialists indicated that discussion of the tournament should be 
continued. 


teomember: it was Just a bit more than 4 years ago, during the workdays of 
the 25th CPSU Congress, that the first KamAZ trucks visited the walls of 
Yoscow's Kremlin. And now the 150,000th heavy-duty truck is being handed 
over to a Siberian lad, to a driver from a Komsomol shock-work construc- 
Lion project, Anatoliy Derevtsov! The vehicle will go to an area of gi- 
gantic construction. So such has been done during the days of the Tenth 
Five-Year Plan! And right now, in industrial departments, at construction 
projects, in the fields and in the livestock departments of farms--in all 
work collectives, they are now pondering the Eleventh Five-Year Plan. And 
they are doing this, without fail, after an evaluation of their previous 
work: what they have managed to do, what interesting innovations 


10 





experience Ra j ‘- ‘a t ui eneed with, And so a word 


' (ent herr a) 


Kefore conatru he wk giant on the haha began, the country's 
truck fieet cons ed Mains | Hed. wh=lonnage lrucke. lt was the econo= 
fists’ opinion that a third of the trucks should be heavy=load trucks, 
Today, vehicion with the hamMAd ifeignia carry on their shoulders the major 
portion of the freight. ear, ‘or example, they hauled 40 percent of 
t he onomic freight of the ’ a Federation and the same proportion of 
Kugakhetan's grain. he new tru are Geseribed as going Like hoteakes, 
everyone wanting | re aii of the vehicles being used at full ca- 
pac ty, and how h wg achieved 

"Now | know the simpli: etl r obtaining vehicles over and above all 
the funda. To do this, : ‘he country's champion among drivers, 
and take home the gran of the Kama,’ aid chiet of the Automotive 
Transport Ade 4 ’ ars roy iTruat tor the ConatPuce- 
tior r os rT , i Semenovieh Kaulin' to the 
chat n when he wa Pia , And the champion, A. Der- 
evtsov, a8 happens on then n miied bashfuliy, and everyone in- 
terrupted with h pinion e roada, in 5 days he had crossed the 
Volga, the ra and beri umd now he was home. They asked him: How 
do you become cham he », What is i@portant’==-for indeed, tens of 
thousanda of d ver a! hunar i thousands of them, soon should be 
working like the hans in 

“Informaliy!" answered Anatoliy with a emile. "I==1 and my comrades=- 
were trained in our autom je a nistration.” 

"We consider that the AamA, Like an airplane,” saye L. Kaulin'. “You do 
not give it @ iong is he i ecessary. iwo years ago, on re- 
ceiving the firs ‘ , we began with study. We arranged with 
the plant for experienced tru | wid put 120 drivers of the Abakan 
Motor=Vehic ie im No 6, where th hampion i8 working today, at desks. 
indisputabiy, ' hase atfected the quaiity of the work later. First, 

they learned theory, , go with the instructors, they broke 
the KamAZ's , Those « | '; i readily teach others, trans- 
Mitting Know, edgar: “i } :, iimmen aiso studied, direct= 
ly at KamAZ. hus, were established. It would 
have been im . And indeed, we also taught 
the lsh 

ANG we retul ; ua about tne meeting of tour= 
nament oar f chiet designer's admini- 
stration, whi | | the contest, which lasted 

; hour w ' 


fhe veh T ' rig Ce. When chief of the design 
office for Sake ie ; he r, ‘he Grivers were conccentrat- 
ing af mn we ‘ avea GPriving aiong a steep 
descent. if A } a.sed his hand, requesting that he 














barded with questions yeti ") Know it all, be patient and I 


we aha “plain why the audience wan Lively. it goes w thout saying 
‘hat the pamAd's have an excellent braking system: it acts instantane= 
ous vl pellably. Mut it i8 exeeedingly complex. There are some 20 
contro. cocks. txperioneed @iddle=aged drivers write to the plant and 
propose that it be simplified, sinee it is difficult for them to switch 
over to the new system, Alas, their proposals, which will facilitate 


he arovere' lite at Firat glance, are not suitable, There is no path 
backward. The designer explained: the brakes meet all the requirements 
of ‘he onternational standards, thanks to which the KamAZ has entered the 
topnational market. You do not leave the old familiar systems on such a 
machine, you do net keep them. Yes, progress often is accompanied by com- 
pleacty. Learn. Get to work on the @anuals, examine the diagrams, Mod- 
erm vehicles require that the driver be even an engineer=driver, Produc- 
moot the \amAZ's is, in essence, only beginning, and, when the associa-~ 
tion comes up to design capacity, 150,000 vehicles will come off the as- 
semh.y line annually. So it is that they have to be steered by young peo- 
ple, Smee, in the specialiate’ opinion, it is easier to teach them what 
new ‘han to eawiteh experienced drivers over and to retrain them. 


was just such drivers who came to the contest, youths of high technical 
ohiatication, keenewilted and curious. It would be nice to raise ali 
amAy drivers to that level. This also is a specific matter for the Kom- 
somo, committees of automotive transport enterprises. 


fhe KamAZ's® are being used better than was the case when other trucks were 
being mastered. [Experienced operators who had, in their time, survived 
the “introduction” of various motor vehicles, in no way expected that this 
new vehicle would cause 80 little unpleasantness. But... 


The habit of working the old way has not evaporated all by itself. For 
indeed, empty runs, uncoordinated orgrnization of hauling and poorly 
thought-out ecune for KamAZ's will lead now to enormous losses, 





ere is whal drivers--the participants in the contest for the Grand Prize 
f KamAZ=-say. 


. Mar'in, brigade leader of a Komsomol-youth brigade of KamAZ drivers of 
Notor=Vehicle Column No 1540, from Volgograd: 


‘we work under the brigade contract. They have attached us to a plant 
that manufactures red brick; we haul clay from a quarry. Our equipment, 
the Aa@mAZ vehicle, is, as they say, three heads above what is working in 
the quarry, where they have old excavators, which often break down. There 
are 14 vehicles and 28 drivers in the brigade. It happens that a fourth of 
the vehicles, which, perhaps, are needed someplace else, are idle. Yet 
they requisition all the vehicles, for an emergency they say, so it will 


se less ter S@eeces” 
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suppiy vehicies with spare parts but 


; ' aad t Rhee) nent mhidg aha ib +2 atid the . are Cuore erned wi th 
i. ' ' wes ' ALIOTiA ¢ uPrivera, re parr workers, engineers and 
techn . 
amA7's Special automet ve centers are experiencing today the difficult 


me of getting establ ehea. There are not enough equipment and spare 
partes. The premises allocated by the RSFSK Maniatry of Automotive Transe- 
orl resemble only remotely those that are required, The Siberians and 


hose from southern areas who came to the contest complained each in his 

) wayeeabout the confusion in the provisioning of fuel and special 
grad f oil. uw Ministry of Petroleum Kefining and Petrochemical In- 
ustry enterprises are slow in producing winter grades of fuel and lubri- 
ants. 

h e for the operation of the KamAZ's at times lags behind the mod- 


ern heavy=load truck. What can local Komsomol organizations do to help 
hem The contest participants replied: KamAZ automotive centers should 
become centers for Komsaomol concern for effective use of the new truck. 
As a start, tournaments for drivers' vocational skills must be organized 
ntly with automotive centers in the republic, kray and oblast. Prepar- 


at r the contest and joint work with activily managers will suggest 
point f application of youthful effort to Komsomol organizations. But 
the main thing is that it will help to instill in each young worker the 


feeling of an enthusiastic and interested attitude toward the new truck, 
ha‘ , a state approach to the matter. The contest, Grand Prize of the 
hamAZ, teaches this, and so does Anatoliy Derevtsov's victory at the 


see had hurried fr heiny to sayany. He rushed, #0 he did not say at the 
he lt celebrations what he said at home, But it is an important thought. 


‘My dad was a driver,” Anatoliy said quietly. “He did not, of course, 
even dream about the equipment that I have. But he liked his vehicle, and 
the liking was mutual. Understand, it is necessary to like our hunks of 


he spoke with a purely human love, similar to the heroes of the tales 

f Andrey Platonov, who understood nicely that one gust have a feeling no 
less sensitive toward metal than toward an animal ora plant. For "...a 
vehicle is a delicate, defenseless, fragile being: in order to drive it 
rrectiy one must put all cares out of one's mind...so then the man can 
be added to the machine, and that after 10 years of perserverance." 
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Vi S4 “ VELALTAS \ ; ' 1) AUSS) aii NO ld, Dec “9 pp 2-4 
(Article i! nd Transportation" ] 

Text The econ 7 tressed in the new 
Constitution of economic complex, is expanding 
steadily and dynes ces of all the union repub- 
lics and econo \| fronts, the standard of 
living is 1 e\ f the Soviet peoples is 
improving, i work and wherever they 
live. Such is ' « Communist Party and Soviet 


government 


Certain fundam © rapid development of the economic 
potentiai: oi form with this policy. In his 
report to tl rezhnev said: "...it is 
time to answ thods of the comprehensive 
solutior rea ri probiems. We need 
unified, cent | phases of the work -- from 
planning ’ ‘as talking primarily about 
implementing t the ceveiopment of 
natural resou: custrial and agricultural pro- 
duct 7 t and the development there of 


iarec a 


it i | m@pol ' where industrial forces 
have deve ry as a whole are singled 
out in ea Such was the case 
during en the vast Urailo- 
Kuznetska . in the eastern part of 
the country mmission for the Elec- 
trif ti he problem of the develop- 
ment of | ng soivedc on a priority 














ri regions of the country has a great future, and 
difficult to assess completely even today. These 
normous fuel and energy resources, vast forests are concen- 
deposits of ferrous and nonferrous metals have been dis- 


vered, ali the conditions exist for the development of many energy 
| ectors of the national economy, they occupy a prominent position 
try erms of water reserves and watershed area and have great 
wealth and vast expanses of arable land, Judging by this and based on a 
real accounting of our forces and capabilities, the Communist Party also 
‘tional problem of speeding up the economic and social develop- 


| 4 and the Far Fast. In the present phase of the development 
conomy and scientific-technical progress the government can 
ite the colossal capital investments, materic! aad technical 
ir and the highly skilied people necessary for the indicated 


portant to stress that fulfillment of the needs of the national 
our country in terms of fuel, electricity, raw materials and 

etal has always been a major problem for the government, but as was noted 
it the 25th Party Congress, this problem confronts us not because of a 
physical shortage of natural resources, but because their reserves are 
limited in the inhabited regions close to the industrial centers. In 
‘ther words, balancing the resources of the eastern and western regions of 
uuntry is the best way to develop the national economy. Accordingly 
the eastern regions in this five-year plan should provide the entire 
national increment of oi! and gas production, aluminum production and more 
than 90% of the increment of coal production. 


Life completely confirms the correctness and the far-sightedness of the 
economic strotegy of the Party, which calls for the accelerated development 
of Siberia and the Far East. In 3 years of the 10th Five-Year Plan the 
erritorial-industrial complexes that have been built there have yielded 
the entire inerement of oil and gas production, a significant fraction of 
the increment of electricity generation and coal, iron ore and tractor 
eroduction. The rates of growth both of the raw material and of the pro- 
cessing Sectors of industry in the eastern part of the country will 
increase in the future. 


course, the very possibility of adopting the vast territories, of 
developing there industrial and agricultural production, developing the 
necessary cultural and i.iving conditions for the workers is simply incon- 
ceivable without prompt, and better yet immediate development of a trans- 
portation network. Th.s conclusion is convincingly confirmed by 
experience in the development of many economic regions of the nation. 


ne need only remember the tremendous importance of the Tyumen'-Tobol'sk- 
Surgut, Ivdel'-Ob', Khrebtovaya-Ust' Ilimskaya, Tavda-Sotnik, Asino- 

Be.yy Yar and many other railroads in the development of new regions. They 
ot only opened access to rich deposits of minerals, but they also provided 


16 





TiP. 


oft the 
th the around- 
ids, and their 
which 18 sub 
ortation., Specit- 
ne greatest 
ible for its leading 


i 


oF the country 


reight hauling 


n east-west" 
tward traffic 
erian and lar Eastern 
ind 10% of the 
general shipment of 
irgoes in the inter- 
the eastern regions 
imagine the ton- 


transport is also 
r YO. in Western 
ir East of the 
transportation. 
is 10% and 18%, 
ne and river 
in the eastern 
.S increasing and 
a high rate. At 
form of transpor- 
ts ot coal, crude, 
rials and con- 


rces of Siberia 
iroad transpor- 
innine, construc- 
during the 

in the initial 
ects of the 

ible traffic 
‘ions of our 


lems and of the 
yrdinated 
uction of the 
ad precedes the 

















v4 ive adoption o3 Ne Vast Tight of way region, which is the most 
rationa effective approach to the economic development of new lands. 
The abuiiding teunk line has already begun operation and the adoption and 
utilization of the natural resources that are concentrated in the zone 
will begin as individual sections are delivered for operation, This is 
exemplified by the shipping of coal from the Neryungrinskoye field and the 
construction there of an enrichment plant and a large GRES. 


r words, the very construction of BAM [Baykal-Amur trunk line] gives 





to the development of industry and the development and utilization 
of natural resources, Speaking to the builders of the line during a visit 
t esions of Siberia and the Far East, Comrade L. I. Brezhnev said: "Soon 
new industrial complexes will be built in these krays by human labor. BAM 


wiil promote the more complete utilization of the fabulous storehouse of 
the depths of this region and will provide a new solution for the problem 
of industrial development. This program is of tremendous importance to 
the eg. vernment." 


(t must be said that both BAM and the existing Transsiberian line will play 
an important part in the development of external economic relations between 
our country and the countries of the Pacific Ocean basin, Southeast Asia 
and the Indian Ocean. Also promising are international transit shipments, 
in particular in large cargo containers, in Europe-Far East commerce. In 
the last 8 years alone the volume of these shipments has increased nearly 
50-fold. Finally, it is clear that as the new regions of Siberia and the 
Far East are developed there will be even greater prospects for the 
development of international trade relations between the USSR and foreign 
tries, and the railroads of the eastern part of the network will play 
an even greater role. 

Speaking of the prospects of the development and the improvement of the 
operation of the Siberian and Far Eastern railroads, it is important to 
emphasize that workers of many scientific-research and planning-techno- 
logical institutions and specialists of planning organizations are already 
working on these problems. Of course, all the problems are being examined 
in coordination with the general prospects of the comprehensive economic 
development of the region. 





Much work remaii.. to be done. But life is already posing completely 
defined problems in this region, many of which are discussed in a book by 
the Minister of Railroads, |. G. Pavlovskiy. ©The book is entitled 
Problemy i perspektivy razvitiya transporta" [Problems and Prospects of 
the Development of Transportation] and is being prepared for release by 
.tdatel'stvo Transport. It will be released in the national series 
ztvitiye narodnogo khozyaystva rayonov Sibiri i Dal'nego Vostoka" 
Development of the National Economy of Regions of Siberia and the Far 
tast|. It examines existing and presumed economic relations and volumes of 
shipping, will give a description of the transportation network of the 
eastern regions of the country. will show the importance and prospects of 
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the development of individual kinds of transportation, will shed light on 
the technical outfitting and features of operation of the railroads and 
explain the importance and capabilities of BAM. 


We have already talked about the great prospect of the growth of shipping 
on roads of the eastern part of the network. To be more specific, accord- 
ing to an assessment presented in the book, the situation will unfold in 
the following manner. Traffic on the Siberian and Far Eastern railroads 
will expand at a faster rate in the llth and 12th Five-Year Plans than in 
the country as a whole. 


Mineral fertilizers and construction materials will be shipped in great 
volumes, and shipments of the machine-building, metal processing and 
chemical industries and of consumer goods will increase. The proportion of 
shipments of petroleum, timber and grain prow ‘ts will decline a little in 
the future. 


In his book I. G. Pavlovskiy devotes considerable attention to the 
prospects of development of transportation in regions of Siberia and the 
Far East, especially to problems of expanding the railroad network. As we 
mentioned earlier, it will be necessary in this connection to examine the 
problem of new railroad construction, expansion of the traffic capacity of 
the existing lines and acceleration of scientific-technical progress as a 
whole. 


We consider it essential to reduce considerably the load on the Main 
Siberian line. At the same time it will be desirable in the very near 
future to complete its electrification, and also to electrify the Central 
Siberian line between Barnaul and Zolotaya Sopka, the Irtysh-Omsk and 
Peski-Kurgan sections, the Kustanay-Pavlodar-Tselinograd section of the 
Southern Siberian line, the heavily trafficked Nazyvayevskaya-Tyumen'- 
Sverdlovsk line and others. 


As is known, the natural and climatic conditions of Siberia and the Far 

Eastern regions, the great burden on the lines and the steadily increasing 
speeds of trains place special requirements on the technical condition of 
the rolling stock and transport machinery, and also on operating conditions. 


As for the locomotives, there is a perfectly obvious need to design and 
build them in the arctic execution with the highest degree of depend- 
ability. The main requirement on these locomotives is that they provide 
failure-free operation of all units and assemblies at ambient temperatures 
of from +40°C to -60°C. The units that operate in the open air must meet 
the requirements of GOST KhL. This standard takes into account features 

of BAM and other railroads, which are operating or will be built under such 
conditions as complex right of way plan and profile, steep grades of up 

to 18% on mountain pass sections, many curves and tunnels, sections of road 
in permafrost regions, heavy train weights, etc. 
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Experience shows that the bearing structures of the rolling stock must be 
manufactured from more cold-resistant low-alloyed steel than is being used 
at the present time, It will be necessary, in particular, to manufacture 
cast automatic couplers from this kind of steel. Rubber products that are 
used in locomotive cabs and brake equipment and for insulating electrical 
wires must be made of frostproof grades of rubber, assuring stable opera- 
tion at temperatures down to -60°C. A host of additional requirements on 
locomotives for Siberian and Far Eastern roads is related to the need to 
reduce the dynamic actions on the traction motors of locomotives, to 
improve the protection of electrical traction machinery from moisture, 
dust and snow, to increase the friction between locomotive wheels and the 
rails, improve the performance of automatic brakes, incorporate remote 
control of diesel electric locomotives for multiple unit operation, improve 
working conditions for locomotive crews, etc. 


The question of the utilization of gas turbine locomotives on roads of the 
eastern part of the network is a special one. Gas turbine locomotives 
with a sectional power of up to 12,000 hp may, in principle, satisfy 
operating conditions on these roads. Many questions related to the 
development of such locomotives and establishment of normal conditions for 
operation and maintenance remain to be answered, but this problem should 
not be postponed for very many years. 


Of course, the implementation of the mentioned plans and suggestions will 
require a certain amount of time and resources. But haulage on the 
Siberian and Far Eastern roads will increase with each passing day. Under 
these conditions there is a perfectly obvious need to make more complete 
utilization of existing traffic capacities of the lines, locomotives and 
all systems and facilities. In other words, the efforts of the railroad 
builders must be directed immediately to the disclosure and utilization of 
new reserves for improving the transportation service for the rapidly 
developing economy in the eastern part of the country. 


As is known, the railroad system, including in the east, is working under 
stress. This is related not only to the inadequate development of the 
network and technical systems, but also to a great degree to the imperfec- 
tion of the work planning system and scheduling deficiencies. Comrade 

L. I. Brezhnev brought attention to this at a conference of the first 
kraykom and obkom secretaries of the CPSU for the Far East on 6 April 1978. 
Comrade L. I. Brezhnev's instructions and recommendations are of excep- 
tional, fundamental importance for the successful solution of many problems 
associated with improvement of railroad operation, not only in Siberia and 
the Far East, but all over the country. 


As for the railroad workers of the Western Siberian, Kemerovo, Krasnoyarsk, 
Eastern Siberian, Transbaykal and Far Eastern roads, they are faced with 
many important problems in the present stage of economic development of the 
eastern regions, in the final year of the 10th Five-Year Plan. They are 
short on both experience and initiative. It is important that ail 
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es and resources be mobilized so that the plans of the 


simed at the rehensive accelerated development of regions of 
mia ti if Last wiaid DO implemented, 
’ , | ipacicta of the Siberian and Far Eastern railroads, it is 
' j fe to mention that the railroads of this part of the network have 
tar technically better in terms ef many indices than the net- 
average ‘ney have 20% more electric locomotives in operation, 


erate on the re efficient alternating current, and they have 
| level of automatic train traffic control. Several 


‘in line eleetric and diesel electric locomotives and switching 
ves, a8 well as many units and assemblies for them, were delivered 
tern 1 | 1977-1979. All of this, along with leading 
and progr ive technology, facilitated the attainment of higher 
and economic indices and improvement of the quality and 
eness of work. The level of labor productivity on area roads was 
iigher in i9/S8 than the network average. 


rd, the Siberia ‘od Pay Eastern railroads have considerable 





ities \t the same time the Party and government favor them with 
tance and concern, The answer to this is inspired labor in the 
transformil yur eastern regions into a kray of highly developed 
Cc, ulture and social progress, into a gleaming kray of our 
{ it 
iGHT izdatei'stvo "lransport," "Elektricheskaya i teplovoznaya 
ya Del 
Deputy Minister's Views 
ERTRICHESKAYA | pial NVOZNAYA TYAGA in Russian No lé2, Dec 79 
. ehairman ot board of directors of BAM 
deo mi of Railroads: "Progress of BAM] 
constructior ve Baykal-Amur trunk line has proceeded at 
{ i Ct 
hmoving operations was more than 45 million 
of grade have been prepared for laying. A 
ive been built, 270 bridges and culverts con- 
about 2, rs ot tunnels and about 2,500 meters of adits 
At th ime homes have been built at Tynda, Urgal, 
f t t 
' I .JNnways nave been const ructed., 














retur of the CPSU Central Committee and chairman of the 


Presidiu * the Supreme Soviet of the USSR, Comrade L. I. Brezhnev, 
iddressin lectors of the Bauman electoral district of Moscow on 

'Mareh i979, said: "Vast regions of our Motherland are changing their 
appearance, Extensive development of Western Siberia, which already has 
become 4 main fuel and energy base of our country, continues. It seems 
that only yesterday work began on the construction of BAM, and today trains 


are already rolling in working motion on a third of that line." 


i-lynda section between Lena and Nizhneangarsk (with the construc- 
1 detour through the Baykal range) and between Tynda and 
is in operation. More than 500 km of main line have been iaid in 
it section, A total of 400 xm of rails have been installed in the Bam- 

Berkakit section, and that made it possible to begin the industrial 
delivery of Yakut coal and to speed up the construction of the 
Ner rinskiy industrial complex, since the necessary construction 
materials are being delivered not by trucks over the rough Aldano-Yakut 
highway, but by rail. 


More than 500 km of steel have been laid in the Tynda-Komsomol'sk section. 
in 1979 work began on the construction of the Far East Izvestkovaya-Urgal- 
omsomol'sk railroad circuit, which is over 850 ‘.m long. This provided a 
etter solution to the problem of train traffic on the Khabarovsk Lypass 
ind provided an opportunity to regulate rolling stock turnaround during the 
organization of work on the electrification of Arkhara-Khabarovsk sections. 
Since the beginning of construction more than 1,600 km of rails have been 
laid, more than 2,500 km of highways and 750 large and medium bridges have 
been built, including across such great rivers as the Amur, Amgun', 
‘ilyuy, Kirenga and Lena. More than 6 km of tunnels were excavated under 
exceptionally difficult conditions. 


Nork proceeds on a wide front on the construction of the biggest bridges 
across the Vitir. Jeya, Olekma and Selemdzha rivers and on the reconstruc- 
tion of a bridge across the Amgun'. 


Special attention is being devoted to the construction of the Baykal 

6.7 km), Severo-Muyskiy (15.5 km) and promentory tunnels north of Baykal 
6.5 km). No less than 5,000 meters of main tunnel and 5.5-6 km of adits 
sere earmarked for construction in 1979. Track will be laid on the Tynda- 
Chara section to Chil'chi station, 250 km from Tynda. More than 210 km 
of railroad will also be laid on the eastern section from Tynda to 
Komsomol'sk, 


it is planned to speed up work in Severobaykal, Tynda, Urgal centers and 
settlements and on the construction of a locomotive facility at 
Komsomol'sk-na-Amure stationof the Far Eastern railroad. 


Empnasis will be placed this year on the allocation of resources for 
‘Ngineering support facilities (boilers, sewer and water supply systems, 











, communications facilities and engineering networks) in order to 

vate the level of integration and to reduce incomplete construction on 
/ne trom end to end. Appropriations have been increased substantially 
‘he construction of facilities that will assure reliable operation from 
.we they are placed in operation, These are primarily locomotive and 


if Gepotse, POae shops, signal and communications systems, freight depots, 
warehouses and also homes, schools, day care centers, clubs and other 
fas ‘les, necessary for normal living conditions for operating personne). 


, center alone appropriations for the development of communica- 
uid energy distribution systems and industrial buildings and 
‘al lations are being increased by 25%. Appropriations for the construc- 
of locomotive facilities are being increused by 40%, 


first seetion of the Baykal-Amur trunk line, Bam-Tynda, has marked its 
year of continuous operation. It is being operated by the director 

| struction and is an independent subdivision of the Ministry of 
(aiiroads. The Komsomol'sk-na-Amure--Berczovka lines being administered 


1c Komsomol'sk department of temporary operation of MPS [Ministry of 
jistueds iz 


dition, the Ust'-kut, Tynda and Urgal temporary operation departments 
Mintransstroy [Ministry of Transportation Construction] have been 
) ‘ished, and they will oversee operations on the Lena-Nizhneangarsk, 
‘yoda-Berkakit, Tynda-El'gakan, Tynda-Dipkun and Alonka-Urgal-Suluk sec- 
tions with a combined length of about 1,000 km. 
t did not take long to organize and staff enterprises and stations of the 
am lynda line, which were able to meet the government's plan on freight 
haulage and their socialist obligations. The freight plan of 1978 was 
fultilled to 115.1%, including 179.2% timber, and the freight turnaround 
exceeded the quota by a factor of 1.7. Hauling of coal from the 
WMgrinskiy cross section of the Yuzhno-Yakutskiy coal complex started 
ecember 1978. The quota of profits from freight haulage was exceeded 
and the cost of shipping was reduced. Rolling stock utilization indices 
were met. the mean daily travel of locomotives was 107.2%, and productivity 
was 108.95, and train weight was 15.4% higher than the quota. This was 
oted by the opening of the Purikan-Anosovskaya pass section, which made 
ible to increase the scheduled train weight by 1,000 tons, which in 


> 


made it possible to free five locomotives every day. 


~ 
. 


— 


to Tynda and beyond to Berkakit is increasing every month. 


e statt of dispatchers, in cooperation with locomotive crews, is trying 

7 month to increase the acquisition and delivery of cars to Bam 

tatior in 1978 the acquisition for Bam station from the Transbaykal 
road was fulfilled by 1095, and delivery by 108.5%. The technical and 
section speed increased substantially, the utilization of locomotive crews 
was improved and cases of violation of their normal productivity were 
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Oompa eradicated Vassenger and freight trains, as a rule, roll on 
schedui: his is promoted by High speeds On Puns, excellent maintenance 
of the track in many town districts and continuous improvement of the 
tecio.ogy OF stations and approaches. 


he cometive crews came to the Baykal-Amur trunk line from various rail- 

ro, orimarily from the southern and western roads, where weather con- 

ditions are substantially better, The crews by and large were experienced, 

hut they were inadequately prepared for operating trains under the severe 
i\berian conditions with winds and snow, In that kind of weather 
raking conditions are complicated and visibility is much worse, In the 
mer conditions are also complicated due to frequent fog and rain. 


«© Al i-Union shock detachment of young railroad workers, numbering 570 
ry ind headed by the Lenin komsomol prize laureate and machinist Boris 
Jstyuchanin, arrived recently on BAM to operate the Tynda-Berkakit line. 


nda section also has a rough profile. The prevailing even grade 
the odd grade is 9% and add a lot of sharp curves. 


On this difficult section it was necessary from the very outset to use TEZ 
jiese. electrics, which are not suitable for such difficult conditions, not 
to mention the fact that they are rather obsolete. But these diesel 
electrics serviced segment: of the Transbaykal road around Bam and it was 
not desirable to bring in the new series without a maintenance base. M62 
and TEM2 diesel electrics, which have proved themselves excellently in 
operation under the severe Siberian conditions, were used for passenger 
cratfie and for switching and marshaling operations. 


est trains were run in January 1978, and the tests made it possible to 
establish the weight quota of trains and to develop braking procedures 
under conditions of low temperatures. 


\fter having opened the new section and developed train operation pro- 
edures under the severe conditions of the arctic, depot supervisors, 
engineering technicians, machinists and their helpers adopted the 
experience of the Sol'vychegodsk railroaders, who work steadfastly and move 
trains on schedule under arctic conditions. The experience of the Mogochin 
and Skovorodino machinists of the Transbaykal railroad was also adopted. 

\ school of leading experience on efficient train operation on the section 
was conducted during the very first weeks of operation. Machinist 
instructors V. P. Deveynis, V. A. Smagin, N. 1. Samokhvalov, machinists 

\. i. Levehenko, ©. A. Skakalin, V. M. Retyunskiy and 1. I. Ryabov shared 
their experience and instructed the young people right on the runs, 
demonstrating efficient operation techniques to them. 


The depot supervisor strictly enforced locomotive operation procedures and 
speed limits and the activities of public traffic safety inspectors. 
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» cial attention was devoted to the brake systems and observance of 
Jiesel efgine temperatures during operation in low temperatures. There 
were problems in that the new section was accepted with serious 
jJeticreneie on the right of way. The number range exceeded 900 points, 
there were more than 40 warnings of speed i‘anits up to 15 km/hr in effect 
on the section and the average speed limit did not exceed 35 km/hr. Elec- 
trical centralization of semaphores and signals was not completed, and 
theretore traffic was controlled by telephone; there were other problems, 
which were corrected during the process of operation. 


fork under such conditions demanded of the locomotive crews maximum 
attention during operation and more careful observance of locomotive 
operation and maintenance procedures. The Lunino service method became 
very popular among the locomotive crews. Every passenger locomotive and 
switch engine was assigned to a crew, who took part in the operation of 
0-2 and TO-3 engines. Without a maintenance base the only logical measure 
to assure high performance reliability was to hold the crews responsible 
for strict compliance with locomotive operation instructions, have them 
participate in technical servicing and encourage an especially careful 
attitude toward the machinery. Machinists I. I. Ryabov, P. V. Vasil'yev 
and others initiated competition for excellent maintenance of machinery 
under BAM conditions. 





Making extensive utilization of the experience of leading workers of the 
railroad network in application to their particular operating conditions, 
the staff of the Tynda locomotive depot, in cooperation with their 
neighbors -- the Skovorodino railroaders, achieved a considerable over- 
fulfillment of operational indices and socialist obligations. The 
technical speed quota was fulfilled by 112.5%, the average train weight by 
115.8% and locomotive productivity by 104%, and the freight turnaround 
assignment was significantly exceeded. 


Much attention is being devoted here also to fuel economy. During the 
beginning of operation, in connection with a lack of experience in train 
operation under the difficult conditions of BAM, a 160-ton fuel overcon- 
sumption for the depot as a whole was permitted. There also seemed to be 
a poor knowledge of the right of way profile, trains were operated on the 
section inefficiently and there were many underweight trains. 


veneralizing the experience of leading machinists and analyzing the causes 
of fuel overconsumption, the engineering technicians developed mode charts 
of efficient train operation and calculated the differentiated critical 
weight quotas in terms of the limiting runs of the section. 


Creative cooperation on the part of workers of the Tynda locomotive depot, 
department of locomotive economy and computer technology laboratory of the 
Khabarovsk Institute of Transportation engineers played a deciding role in 
the development of the mode charts. Test trains were run and scientists 
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of the inetitute, using a computer, calculated efficient operating 
parame ty his led to a 600 ton increase of train weight. 


A thermai engineering conference, heid in Tynda, examined the results of 
the work that was done in terms of fuel economy and generalized the 
experience Of leading machinists G. F, Sadkovaskiy, A. I, Levehenko and 

». \. Vasiltyeyv, whe do not permit fuel overconsumption, 


A fue. commission, approved by the conference, including depot supervisors 
and industs caders, heard at their meetings explanations of machinists 
who waste fuel, attentively examined deficiencies in their work and gave 


soeci fic recommendations on how to improve the train operating mode. And 
the result came soon ~~ in 1978 a substantial (4.7%) fuel saving was 
achieved, 

Workers of the Tynda locomotive depot are making preparations to open the 


‘ynda-Berkakit line. Special measures have been developed, which call for 
teaching the mechanics to run trains efficiently. The repair technology 
for 2/610 diesel eleetric locomotives in retooled shops was developed on 
the line even before it was delivered to the Ministry of Railroads. Much 
work remains to be done on the adoption of new operating and locomotive 
repair conditions. It will be necessary here in the current year to 
organize in new facilities the repair of TO-3 and TR-1 locomotives by new 
workers, run test trains and determine critical weight standards, equip 
locomotives and other jobs. 


in accordance with the organizational plan of the locomotive service of the 
SJaykal-Amur trunk line in relation to the Lena-Nizhneangarsk-Muyakan sec- 
tion, the main Severobaykal'sk depot will be equipped with electric loco- 
motives, the Muyakan-Tynda-Komsomol'sk section, about 2,500 km long, and 
the Bam-Tynda-Berkakit section, 430 km long, will be equipped with diesel 
electric locomotives at the main depots of Chara, Tynda, Zeysk, Urgal and 
Komsomol'sk. The Tynda, Urgal and Komsomol'sk depots are planned for 
carrying out lift repairs of locomotives (TR-3), and all the other depots 
for performing all forms of service and repairs except those that involve 
noist ing. 


There will be nine depots on the BAM for the technical servicing and 
equipping of main line locomotives and switch engines, and there will be 14 
recreation facilities for the crews, accommodating a total of 660 people. 
The Lena, Severobaykal'sk, Tynda, Urgal and Komsomol'sk depots are already 
under construction. 


Routine maintenance of electric locomotives (TR-2 and TR-1) and technical 
servicing of the diesel electric switch engines (TO-3) assigned to the 
depot will be performed at the main Severobaykal'sk electric locomotive 
depot. The main Severobaykal'sk depot, with a construction space of more 
than 200,000 cubic meters, will consist of a series of shops: technical 
inspection (TO-2), fitting and settling, minor periodic repairs (TR-1) and 
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wajor periodic repairs (TR-2), machine shops, a three-story administrative 
and residential building for 1,200 people, an indoor 84-meter washing and 
blowing stall with a service-industrial room, fitting installations with a 
Jiese| fuel warehouse, lubricant warehouse, raw sand warehouse, sand 
driers with @ capacity of 120 cubic meters per day, and a dry sand silo. 
Technical inspection (TO-2), fitting and settling of electric locomotives 
will also be carried out in enclosed heated rooms, operating on the Lena- 
Sever haykal'sk section and assigned to the Lena depot. At the Lena 
station plans are also being made to expand the existing locomotive depot 
with the construction of a TR-3 barn and shops. 


The living quarters of the locomotive crews who service line locomotives 
on the Lena-Severobaykal'sk section will be built at the Lena and 
Severobaykal'sk stations, The locomotive crew change point, with a 60-bed 
hotel, will be erected in Kirenga. Fitting, technical servicing and 
settling of turned over electric locomotives of the Severobaykal'sk- 
Muyakan branch will be done in enclosed warmed shops of the Muyakan turn- 
around depot, where there will also be fitting, technical servicing and 
settling of turned over diesel electrics of the Chara-Muyakan branch. A 
complete complex of fitting facilivies for electric and diesel electric 
locomotives is planned for the Muyakan depot. It will have a sand drier 
with a raw sand warehouse, a dry sand silo, a lubricant and diesel fuel 
warehouse with enclosed service gantries. The change and rest points of 
the locomotive crews will be built at the Uoyan and Muyakan stations. 





The main Chara locomotive depot will build TO-3 and TR-1 diesel eiectric 
locomotives that service the Chara-Muyakan section and doubie-engine 
Chara-Khani section, and also for routine maintenance (TR-1 and TR-2) of 
switch engines and technical servicing and fitting of diesel electrics of 
the Tynda depot. 


An industrial shop building with a service and social building for 850 
people, and a complete complex of fitting installations will be built for 
the Chara depot. 


For servicing switch engines and marshaling locomotives of the Kuanda- 
Syul'ban section there will be depots for technical inspection, fitting, 
settling with a service and social building, fitting installations, a dry 
cleaning and laundry shop, and a hotel for locomotive crews. 


in accordance with the organization of locomotive servicing o: the Baykal- 
Amur trunk line the main Tynda depot will service the Tynda-Chara, Tynda- 
Skovorodino and Tynda-Berkakit sections, with a total length of more than 
1,000 km. The depot will also perform technical inspection and fitting of 
locomotives of the Zeysk depot, which turn around on the Zeysk-Tynda 
section. 


Three small technical servicing and fitting depots for diesel electric 
Switch engines with the necessary facilities (diesel fuel, lubricant and 
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dry sand warehoune wiht be Ourlt at the Dipkun, Fevral'sk and Eterkan 
statiol i the +yYAG@a UPpas SeeTION, 


Locomotive crew exchange points with rest facilities for 60 people are 





planned for the Dipkun, Tungala and Eterkan stations, Living quarters for 
the locomotive crews who service train locomotives are planned at the 
‘ynda, ceysh, Feveal'sk and Urgal stations, and at the Fevral'sk station, 
vhere there is no main depot, a service-social building for 300 persons 
will be built for the locomotive crews, 


The Urgal-Komsomol'sk section will be serviced by diesel electrics of the 
win Urgal depot, which will perform technical inspection, fitting and 
tecimical servicing (T0-3) and routine maintenance (TR-1 and TR-3) of 
assigned locomotives and technical inspection and fitting of diesel elec- 
trics Of the Fevral'sk depot. 


At the Komsomol'sk station there will be reconstruction of the existing 
locomotive depot and construction of a routine maintenance shop for TR-3 
locomotives and of @ separate standing building of the fitting, technical 
and preventive inspection shop with machine shops and an administrative- 
social building, fitting facilities (a dry sand silo and diesel fuel ware- 
house with a fueling gantry). 


\ technical inspection and fitting depot for diesel electric switch 
engines, combined with a shop for repairing uncoupled cars and service- 
social facilities, fitting facilities and a hotel for locomotive crews, 
will be built on the Tynda-Berkakit section. 


The target task of the current five-year plan is to place into permanent 
and temporary operation more than one-half of the rails of the main line. 
Consequently there will be a need to organize the operation of isolated 
sections of the Baykal-Amur railroad. 


\ccording to the technical plan the Eastern Siberian and Transbaykal and 
rar Eastern roads will be responsible for the continuous operation of sec- 
tions of the Baykal-Amur trunk line. However, the Bam-Tynda section will 
be turned over to the BAM construction director. The first results 
ndicate that the decision to turn over the operation to the director is 
justified, since it will also make it possible to correct many deficiencies 
in construction planning. 


There is a need already to draft a plan of permanent operation of sections 
of the line. The development of a separate railroad is not excluded. In 
connection with the fact that sections of BAM will be placed in operation 
as soon as they are ready, the final locomotive operations schedule, as set 
forth by the technical plan, is not acceptable. Several intermediate 
versions should be worked out in consideration of cooperative permanent and 
temporary operation by the BAM construction director and Mintransstroy. 
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in April 1978 General Secretary of the CPSU Central Committee, Chairman of 
the Presidium of the Supreme Soviet of the USSR, L. 1. Brezhnev, during a 
trip through Siberia and the Far Bast, assigned concrete tasks to the 
builders and operators in relation to acceleration of the construction of 
sections of BAM, In carrying out L. I. Brezhnev's instruction, the 
builders and operators will successfully fulfill higher socialist obliga- 
tions in relation to the early delivery of the line. 


The volume of capital investments that will be appropriated for construc- 
tion will inerease substantially in 1980, and the spending of these 
appropriations will make it possible to deliver next year the new BAM-- 
bere zovka--Komsomol'sk-na-Amure section, which is 199 km long. 


COPYRIGHT; Ledatel'stvo "Transport," "“Elektricheskaya i teplovoznaya 
tyaga"’, 1980 


Low Temperatures 


Moscow ELEKTRICHESKAYA I TEPLOVOZNAYA TYAGA in Russian No 12, Dec 79 
pp 41-45 


|Article by Candidate of Engineering Sciences N. L. Puks, chief of Electri- 
fication Service and Energy Economy of Eastern Siberian Road and V. S. 
Narochnyy, chief of Service Department: "Contact Network of Low 
Temperatures" | 


[Text] Problems of the operation of the contact network under low ambient 
temperature conditions down to -50 to -55°C must be solved every winter. 
in the 10 years since individual sections were electrified experience in 
their solution has been accumulated there and on the road as a whole. 


in spite of careful preparation of machinery for winter and inspection 
during the transition period, there usually remain among the tens of 
thousands of units and elements several that are vulnerable and unprepared, 
and which show up in severe cold. Every year, the first time the 
temperature falls to minus 35-40°C, especially when it happens suddenly and 
sharply, a series of breakdowns of the contact network, which are 
especially characteristic of winter weather, occurs on the road in a 

period of 1-2 days. But eventually, after these less reliable elements are 
eliminated, the operation of the contact network stabilizes. 


During much of the winter (after the first freezes), the contact network of 
the road operates just as reliably as during summer, no matter how low the 
temperature plummets. Thet is the way it was on our road during the 

winter of 1978-1979. The operation of electricity delivery systems did not 
exert a negative influence on the operation of the road. 


sn analysis of the distribution of failures among the entire electrifica- 
tion and energy economy, recorded by RB [repair base] in 1976-1978 (on the 








erian road ve expansion) disclosed that there is no big 


digs in the reliability of electricity delivery systems between the 
pont fr the year, The number of failures during the last 3 years in 
: . of June-August was 62, and in the period of December-February 
it was 5] 

sis accomplished by implementing preventive measures, worked out on 
th isis Of long-term operating experience. 


mage data compiled over the years show that the weakest point of the half 
“ii f-compensated suspension in low temperatures is the hanger assembly. 
: nm the hanger rod insulators (or in other metal parts of the hanger 
assembly, and that happens much more ravely) account for 60-70% of all 
ra. lures of the contact network. Nearly every case is accompanied by a 
roken current collector of EPS [expansion unknown]. 


‘ght now .t is very difficult to establish the primary cause of damage 
in iy With certainty whether it started with a spontaneous crack in 
isuiator, and whether the power collector would have failed anyway or 

er something else would have happened at the same time, due to mal- 
adjustment of the hanger assembly and impacts of the power collector with 
the hanger rod. Much attention has been devoted to an analysis of these 
common and not so simple kinds of damage on the road. 


‘t has been established in particular that although hanger insulators break 
at different times of the year, most of the cases (70%) occur at subzero 
temperatures. An analysis of cases by types of hangers disclosed that the 
rrequeney of broken insulators is about identical for direct and return 
angers; they happen considerably less rarely on flexible hangers. 


‘tribution of damaged hanger insulators by month for the period of 
1970-1977 is given in the figure [figure not reproduced]. As can be seen, 
Secember and January, the months of the lowest temperatures, account for a 


significant fraction of them. 


Most such damage occurs on curved parts of the track, and the probability 
‘amage imereases as the radius of curvature gets smaller. Nearly half 
insulator breaks (45%) occur on curves with a radius of 600 m and less. 
The frequency of damage has also been found to depend on the position of 
the hangers in relation to the boundaries of the anchor part (i.e., on the 
distance to the middle anchor). The length of the joint is approximately 
10° of the length of the anchor part. At the same time, during the cold 
eeriod 505 of all breaks occur on the cross supports. Then, as the support 
gets closer to the middle anchor the probability of damage decreases. The 
most unfavorable combination is to place the joint of anchor sections on a 
curve. 


mH eh 


\ll these data and an analysis of the circumstances of many specific cases 
of damage disclose three, generally different (although occasionally com- 
bined) groups of causes of broken hanger insulators. 
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Ihe first and most obvious is pinching of a hanger insulator in the lug 
of the bracket and inadequate mobility of the connection between the 
bracket and insulator. This cause is manifested when typical dimensions 
and the configuration of the lug are violated or when the height of the 
hanger bracket is not adjusted when it should be. The probability of 
damage is especially high when the current collector passes during drops 
of the ambient temperature, These cases are comparatively easily pre- 
vente’ by competent operation. In recent years they have amounted to not 
more than 10% of broken hanger insulators on the road. 


The second cause is tightening of the auxiliary hanger rod against the 

main one, which pulls the assembly outside of the clearance diagram of the 
contact wire and causes the current collector to strike the hanger. This 
situation is possible at the lowest temperatures due to sharp tightening 

of the carrier cable of the half-compensated suspension and longitudinal 
displacement of the contact wire in relation to the carrier cable. The 
probability of damage increases as the distance between the fastening point 
and the middle anchor increases, and this can be the result of improper 
installation and adjustment of the droppers. These cases are more diffi- 
cult to prevent than pinching of insulators, but it can be done. 


The third and most frequent cause of broken insulators is the poor quality 
of IFS-27.5 rod insulators. After 10 and more years of operation internal 
cracks, defects and flaking of the porcelain appear on them. These 
phenomena obviously are promoted by careless handling of the insulators 
(they are dropped and tossed about) during installation. Repeated cyclic 
changes of the outside temperature, characteristic of regions of Eastern 
Siberia, create a high probability of insulator failure at the point of 
reinforcement and connection of the porcelain to the iron cap. 


The difference of the thermal expansion coefficients of the mated materials 
evidently has an effect and causes insulators to break occasionally, even 
on flexible hangers -- in places where the mechanical load on them is 
minimum, and some additional stresses due to maladjustment are excluded. 
Time and again it happens that an insulator that is being ~-placed on 
planned schedule "'crumbles" at first touch. 


The natural reduction of mechanical strength plays a minor role in all 
cases of insulators that fail in operation. 


The above analysis of the causes of damaged hanger insulators suggests a 
group of measures that should be implemented on the road to prevent broken 
insulators. The first and most effective of the measures is careful daily 
monitoring by personnel of the condition of hanger assemblies, especially 
during the coldest temperatures and after the sharpest one-day drops. 


Daily inspections of the contact network by station chiefs and electricians 
are being organized at this time along the entire road. Special attention 
is being devoted to the absence of pinching of hanger insulators in the 








racket lugs and to the observance of the necessary distances between the 


contact wire and main hanger rod on every support. Problems that are 
found are corrected immediately by adjusting the height of the hanger 
brackets, The adjustment techniques under all conditions should eliminate 
impacts on the hangers. 

\nothe wnical measure is the installation of insurance loops ("reverse 
uroppers on return hangers. In many cases, particularly on straight 


ct of the road, they reduce the probability of broken insulators and 
t damage to the current collector, if a break is permitted. It is 
ortant that when installed the loops not be overtightened and iave 
, therw.se, at low temperatures they not only do not prevent an 
, break, but will promote it. To prevent this the loops, made of 
bimetallic wire, are partially bent into a spiral. 


(xperience has shown that an important requirement for preventing insulator 
failure on return hangers is to make sure that their main rods have 
sufficient cross section. On one of the just electrified sections we found 
that the main rods of the return hangers bent in cold weather and caused 
insulators to break. Therefore they had to be replaced and reinforced 
immediately along much of the track. 


\nother way to improve the reliability of the hanger assembly is to use 
iLlec double hinged loops instead of single hinged ones in the connec- 
ion between the insulator and bracket, which virtually eliminates pinching 

of insulators. This part is being mass produced in the railroad electro- 
mechanical shops of the Eastern Siberian road, and they are being installed 
routinely on electrified sections. The urgency of this measure is already 
recognized by many roads of the network, although it st‘!l is not included 
in the list of typical parts of a dowble hinged loop (ear). 


Replacement of IFS-27.5 insulators will also become an inevitable measure 
under the developing conditions, especially in places where they have been 
installed for 10 years or more. In this regard it will hardly be wise to 
replace them with the same grade of insulators, but of more recent produc- 
tion. PFo\ plate type suspension insulators are being installed on rod 
insulators instead of flexible hangers, and the stronger and more reliable 
[XSU cantilever insulators are being installed on other assemblies. 


The conversion to IKSU insulators is being carried out primarily in hanger 
assemblies located in curves smaller than 600 m in radius and on the joints 
of anchor sections. The more extensive adoption of these insulators would 
oe desirable, but that is being delayed by a shortage of them and by the 
great amount of work involved in replacement. 


-onsidering that the increasea pressure of a passing current collector also 
actively promotes the failure of hanger insulators at low temperature the 
road has instituted a rule that prohibits the travel of joined electric 
\ocomotives with two and more simultaneously raised current collectors 
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on curves smaller than 600 m in radius at temperatures below -30°C. Work 
that has been done in these areas has made it possible in recent years to 
substantially reduce the number of hanger insulator failures -- the most 
characteristic of winter damage. The reliability of the contact network as 
a whole in low temperatures is thereby improved. 


Among the other kinds of damage characteristic of winter, broken current 
collectors on trolley frogs have been a problem for us until recently. 
They occur due to maladjustment of the trolley frogs and relative dis- 
placement of the contact wires of the different branches when their 
tension is increased. These cases are especially common on the trolley 
frogs of DC sections, where the double contact wire intersects with the 
Single wire. Based on the experience of a number of roads systems that 
lift the contact wires simultaneously have already been installed on many 
of these frogs. 


In addition, individual cases of maladjustment of sectional insulators (of 
the Krapivin type or of the three-wire type that still remain here and 
there) with broken current collectors are also permitted. The replacement 
of all sectional insulators with glass-reinforced plastic ones, which, 
however, are being manufactured and d: livered to the roads in insufficient 
quantities, is another effective measure in addition to improvement of the 
quality of adjustment. 


Years of experience, constant monitoring of the condition of compensating 
systems and tension of lines have made it possible to virtually eliminate 
separations of the longitudinal elements of the suspens.on (contact wires 
and carrier wires) due to sudden temperature drops. Unfortunately, the 
same cannot be said about the iower hanger wires of cross beams at the 
Stations. Separations of them or broken bored out insulators of the ISS 
type (the mechanical strength of which is also low, just as of hanger 
insulators) are still being permitted. The problem of fitting the hanger 
wires of cross beams with tension compensators still has not been solved. 


Cantilever clamps and other steel elements of the contact network often 
failed in the past during deep freezes due to cold brittleness. A con- 
siderable amount of work was done to install insurance loops on the clamps, 
especially the anchor clamps. Such cases have not occurred in recent 

years -- the cold-brittle steel parts apparently got sorted out by natural 
selection. 


While inspecting insulated cantilevers on sections of the road we came upon 
a fundamentally new kind of damage -- spontaneous failure of IKS-27.5 
cantilever insulators. Although these cases are unusual they happen every 
winter. Their cause, in our view, is not related to any operational 
deficiencies and depends only on the quality of manufacture of the 
insulators and the difference of the thermal expansion coefficients of the 
materials of the rod and cap 
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trecti sasures essentially have not yet been found, However, the 


installation of braces on insulated cantilevers is at best a half 
measure, which by no means always prevents insulator breakage. 
lhe condition of the current collectors of the electric locomotive stock 


obviously is of special importance in cold weather. The relationship 
between the fact of contact network damage in winter and the condition of 
a passing current collector is not always obvious. Therefore, when 
temperatures fall to -30°C and below *.e contact network electricians must 

cganice around the clock inspection and testing of the current collectors 
running on the line at all turnaround points. 


there has long been a need to adopt automatic monitoring of the character- 
istics of current collectors. An instrument for this purpose was developed, 
in particular, at OMIIT [Omsk Institute of Railroad Transportation 
Engineers} (see "ETT," No 4, 1978), but it has not yet been adopted by the 
industry, and we have not been able to acquire it, even one for testing. 
furthermore, the ZhT-72 lubricant, recommended by the Ministry of Railroads 
for use on current collectors in the winter, has not been delivered to our 
roads this year. 


lhe problem of ensuring accident-free operation of the contact network in 
iow temperatures is not yet completely solved. However, the experience 
that has been compiled, promptly implemented measures, strict observance of 
the winter preparation technology that has been developed (instruction 
Tst/5470) and competent and coordinated actions by the staff of electri- 
cians in cooperation with workers of other services of the road will enable 
us in the future to successfully cope with this important matter. 


COPYRIGHT: Izdatel'stvo "Transport," "Elektricheskaya i teplovoznaya 
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RAILROAD 


TRAIN TRANSFERS AT SIBERIAN JUNCTIONS HANDLED POORLY 
Moscow GUDOK in Russian 11 Apr 80 pp 1-2 


[Article by Correspondents V. Kurkov, V. Denisenko, V. Sbitnev, V. Seseykin 
and Ya. Zabara and Special Correspondents B. Zimting and G. Tkachev: "The 
Transsiberian Railroad's Junctions") 


[Text] For a long time the Siberian and Eastern rail- 
roads have been working extremely unsatisfactorily. 

More than 60,000 surplus railroad cars are there. 

The railroads are not coping with the plan for dispatch- 
ing freight: during the first quarter they fell into ar- 
rears to customers by several million tons of coal and 
timber. The transfer of trains through junction points 
of these arterials is especially unsatisfactory. It is 
far below the established goals. 


What is the cause of this? In order to discern the state 
of affairs locally, our correspondents visited all the main 
junctions of the Transsib [Transsiberian Railroad]. 


So here is the story of one day--8 April. Reporting are 
V. Kurkov (Bolotnaya), V. Denisenko (Mariinsk), V. Sbitnev 
(Tayshet), V. Seseykin (Petrovskiy Zavod) and Ya. Zabara 
(Arkhara). 


Bolotnaya: "Figure-Eights" Again 


This railroad yard right now is the most difficult boundary point on the 

route of even-numbered train traffic. On the Novosibirsk Division alone 

the average daily surplus car fleet amounts to 1,300 cars. There is one 

cause--nonacceptance by the Kemerovo Railroad. During the first week of 

April there was not one day when the number of trains for Bolotnaya that 

was set by the operations plan was received. As a result, the difference 
during the week was 124 trains. 


In examining the charts I sought out trains scratched from the timetable 
through the fault of the Novosibirske.s themselves. And, it is honestly 
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admitted, 1 tound: damage to an electric Locomotive, A de lay because 


of a Heated journal box, and the track workers here had not been readied.... 
Hut here is what catches the eye on each chart-=the capacious treads of the 
layover, and the awe-inspiring slope of the lines, but the "holes" are com- 
pletely eyeeeatching., And in these gaps I saw, in all, two typea of nota- 


‘one: "‘Nonacceptasce by the Kemerovo Railroad," and "No brigades." These 
‘actors defice precisely the entire picture of the interrelationships of 
the West Siberian and Kemerovo railroads. 


4 April, there was acceptance but there were no locomotive brigades. 
nm practically all days trains were scratched from the timetable for pre- 

‘ely this reason. However, judging by the final work results for the 
day, there were brigades. Even a surplus of them, The secret of this 
contradiction was uncovered gradually. When I called Kemerovo Railroad 
dispatcher A, Abramov from Bolotnaya and reminded him of Bolotnaya's re- 
quest to send locomotive engineers "as passengers," he said: "We will not 
vend them, there are no brigades. Let them accept the odd-numbered trains 
and turn the engineers around in the opposite direction without time off." 


Yardmaster V. Logvinovskiy and I took a look at the charts. Bolotnaya 
crews take westbound trains freely, even when they are brought into contact 
with the Kemerovo Railroad by intolerably dense deadheaders. The engineers 
arrive with 3-4 hours of worktime, quickly change locomotives and head for 
home. However, then when we sum up the final results Cor the day, it turns 
out that 10 more trains have arrived at Bolotnaya from Taiga than were dis- 
patched eastbound. This means there was a reserve of brigades. 


Sut why then does yard controller I. Dudkevich make 13 notations in the 
first halt of the day: "There are no brigades," and his daytime relief, 
8. Aratsov, has already made 25 such notations? That is, 38 trains have 
been delayed. Later these trains left, but you do not recover the time. 
n the strenuous Transsiberian operation it is an almost hopeless task to 
make up for lost time. As a result, by the end of the day the number of 
even-numbered trains that had not been turned over builds up to 17. 


But let's get back to the locomotive brigades. Why aren't there enough of 


them in Bolotnaya? Because they were those same deadheaders in the west- 
bound traffic. Always next to the deadheaders in the charts are "holes," and 
there is free track in the yard and on the section's open line. But eastbound 


trains arrive uniformly at Bolotnaya. Nonregularity of the odd-numbered 
traffic causes disturbances here in the dispatch of oncoming trains. This 
is how the figure-eight is obtained. 


The conclusion suggests itself. One cannot work at such a busy junction 
without extra insurance. It is obligatory to have five to seven reserve 
brigades here for exchange. And they had them, but they became "surplus" 
from the uneven arrival of odd-numbered trains and simply went home. Yard 
controller B. Kravtsov explained it this way: "If there will be no lack 
of engineers, we will saturate the section with trains and then another 
‘nonacceptance' will be written in the charts." 
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the matter ie well known, Aemerove Kailroad controller A, Abramov confirmed 
thie tome indipeetiy. | asked him: “How are the trains going from Taiga 
Lo Marianek?" “Poorly,” he confessed, "we are dragging. Krasnoyarsk Kail- 
road Yard delays acceptances for Mariinsk., Trains are double the norm on 
the section." 


oo the Bolotnaya controller was right. If there had been brigades to meet 
the demand, they would have quickly filled up the section from Bolotnaya 
to Toiga with trains. This is what complicated the picture at the Bolot- 
haya ‘ailroad Yard on #6 April.==V. Kurkov, 


Mariinek! Now It's Full, Now It's Empty 


| road a freight train to Mariinsk. Speaking honestly, I was resigned to a 
long trip, but for more than 100 km from Taiga we were “on green." But the 
closer to the junetion yard, the more often the yellow light burned. We 
were barely dragging along. Nine kilometers before Mariinsk we stopped: 
the Krasnoyarsk Railroad Yard did not take us. 


The 148 km had been conquered in 5 hours, versus the norm of 2.8 hours. 
But engineer V. Putrov was content. This can be understood, for on the av- 
erage here it takes more than 7 hours. During the first quarter the sec- 
tion speed was reduced by 9.4 km. During the first week of April alone the 
Krasnoyarskers failed to accept 34 planned trains. The section from Bolot- 
naya to Mariinsk was filled to the brim with abandoned trains, and the Kem- 
erovo Railroad was deprived of flexibility, so acceptance for Bolotnaya 
also was held up. 


"There were no Bogotol electric locomotives, and a long train was in the 
way," answered yard duty officer Ye. Mishin to the question of why we were 
held up for an hour at the entrance signal. 


"Out of 12 locomotives, at 1900 hours, there was only one at the yard," 
yard duty officer L. Kulilova confirmed. "The locomotive barn turns them 
out for deadheading: now it's empty, now it's full.” 


Thus, one of the main causes of nonacceptance of even-numbered trains at 
this junction is a shortage of Bogotol electric locomotives. In order to 
maintain the scheduled traffic volume during any period of the day, there 
should be no fewer than 13 AC locomotives. On these days there were: 15 
at 1200 houre, 9 at 1890 hours, 7 at 0000 hours, and 6 at 0600 hours. 
Consequently, one cannot even speak about regularity of the junction's 
work. Turnaround for electric locomotives at the yard these days is 

2 hours, 24 minutes. But the travel time from Bogotol is 2 hours, 17 
minutes. The locomotives are idle too long. This occurs because no one 
asks about their retention. 


On the morning of 8 April, when yard duty officer V. Ivanova went on shift, 
seven made-up trains stood idle for an hour and a half without electric 
locomotives. And where could they get them from if, from 0200 to 0500 
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iP Ry Paine had arrived from bogetel, it is true, another 4 were 


uf ’ ster, Bul tre were used (or passenger trains, And only after 
UBO iid the situation norwaiize somewhat. Taiga locomotive brigades 
begat home from turnaround, The junction began to operate rhyth=- 
Micali, the train situation on the main run of the Kemerovo Railroad began 
to be corrected, and favorable conditions were created for accepting trains 
bot thayva trom the weat iberian Railroad. 


tunately, thie was delayed briefly. As turnover time approached, the 
began to gel inereasingly nervous, It was not possible to recov- 


mp that had been permitted at the start of the relief. 

A } ‘nutes before the end of the reporting day, V. Ivanova sat down 
al the chart of the movements performed, because it was no longer neces- 

ry | onduct the govements, only to "depiet" them. And an experienced 
hand was necessary here....&veryone understood that this was not pretty, 
and they smiled wrily, but they did so, justifying themselves by the fact 
that, a8 i8 Said, they ali arrive, and one or two trains will be “bor- 
row for the report.=--V. Denisenko. 
Tayashet: ars Without Papers. 
r 4) began ®.th a curious phenomenon. When a train from Sayansk bound 


sakhodka rolled into the yard, the recipients notices that its papers 
were from another train. Yard duty officer A. Volkov left it on the re- 
ceiving and dispatching track, pending clarification of the circumstances. 
(t was clear sow that the train will not leave socn and that one of the 
inction's operating tracks had actually been shut down. This occurrence 
could sot add optimism: on previous days the yard had not coped with the 
plan for receiving and dispatching trains. And or the 8th, the railroad 
n had assigned the tas of receiving and cispatching four more 
pulre of trains than on the day before, not counting the exchange with the 
AbDakKan DIVISION. 


At the end of the previous day the railroad's division gave the order not 
take traffic to the east=-the railroad was supersaturated. Trains pro- 
ceeded at great intervals. As a result, the yard could not accumulate the 
required number of locomotive brigades from the Ilanskiy Railroad Yard. 
The same thing had happened on 7 April. Because of a shortage of bri- 
gades, 4 odd-numbered trains were idled at the yard for more than 7 hours 


; ‘oR ther ° 


the first 3 hours, approximately, the yard received additionally even- 
and odd-numbered trains. There was no one to take trains to the west.... 


the undocumented train remained and other matters came up. Until 
aimost 1700 hours traffic from the east was not good. And prior to this 
there had been still another train without papers. This time on the part 
of the llanskiy Railroad Yard. It is true that in an hour and a half 
ever) thing settled down, and the train freed the yard's tracks. But there 
were no brigades for dispatching even-numbered trains--none had been 
accumulated. 
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Ail the even-numbered Lraffic was artificially plugged up and traffic in- 
tensity dropped. The insapectors' operations were reduced, 


"it 18 always like this," senior inapector A, Taygankov lamented, "if only 
you could get adjusted to a good rhythm, but there is nothing of the sort,” 


Al night the shift of senior inspector Ye. Sergiyenko reported that again 
a train had arrived with damaged freight. It was necessary to uncouple 
the ‘rain, do some complicated switching and ocoupy track. More than an 
hour was spent on thie. And indeed, six such trains turned up during the 
day. 


Senior operator of the even-numbered fleet M. Makoshina told me: 


"\ncoupling because of freight damage happens often. Up to 15 times per 
day. Sinee 3 April there have been more than 40 cases. And the yard's 
work results are worsened," 


it 1s 0000 hours. Again there are no Llanskiy brigades. Five trains 
stood motivnless at the yard. In all, 10 trains were scratched from the 
schedule for this reason during the day. And about 40 during the week. 


Before the shift ended it was found that the yard had sent out trains in 
accordance with the task but had received four fewer--eastbound routing 
had been held back. 


"If it were not for all these mix-ups," said junction dispatcher A. Yastre- 
bov, “all the trains would flow smoothly. There is a potential for it at 
the yard. What kind of work organization can we talk about if we deliber- 
ately hold back even-numbered traffic?" 


But nevertheless, the day ended almost normally: the yard had accepted all 
trains and had sent one less *o its neighbors over the mainline. The goal 
for the Abakan run was met. 


The fast train Rossiya arrived last. It was going by relay to the east 
and it rolled into the junction's yard precisely on schedule--for the first 
time recently.--V. Sbitnev 


Petrovskiy Zavod: When There Is No Cooperation 


It is 1200 hours, Moscow time. The end of the reporti:.g day. Dispatcher 
of the eastbound section A. Dzyuba put on the chart th: last, seventh small 
red signal flag that signified that a train on an o.d-numbered route will 
go by fast relay, and he began to wait for the fina’ figure from the neigh- 
bor on the Zabaykal'skaya Railroad on the excharge of trains for Petrov- 
skiy Zavod. To the question of how many of th.m there should be under the 
plan, the dispatcher nodded at the display board, where 7 bulbs burned. 


"The reporting hour has already passed, and there's nothing yet about these 
seven trains," said A. Dzyuba. "Will they take them or won't they?" 











‘ atconher ot hye janeide Division Hb. Horisenke expiained) 


"At ; ve they agreed to exchange a certain number of trains. in the 
morning ‘he senvor diapateher of the Zabaykal'skaya Hailroad and the mana=- 
gers of (hie railroad said they would take five more trains, Later, after 
the Min eterts teleconference, they committed themselves to turning over 
anothet ive Oo ua," 


jut an hour after the reporting time had passed, a new figure appeared 
that did not fulfill even one of the three control plans that had been ex- 
aAngeu uurite” the Gay. 


how it was on 7 April. in the morning of the next day, still 
roto the start of work, two traffic=section chiefs, 8S. Shmelev from 
i= de and Oo. Thitikhin from Chita, exchanged opinions about the forth= 
Hing exchange of trains. The latter again named the original figure, 
but added that perhaps there will be more, if there is "pressure from 
above.” The Fast Siberians estimated that it would be possible to accept 
even 10 more trains for Petrovekiy Zavod. 





And so we were sent by mail-and=baggage train to the junction. We went on 
schedule and counted the trains standing on the section with electric lo- 
comotives, it was explained: according to the #.nedule they should have 
arrived at the junetion an hour earlier. Thus, on the section from Ulan-Ude 
to the Aight Railroad Yard, a distance of about 120 km, we had counted 

& such unit trains plus 5 that were left without locomotives. 


we rushed through these kilometers in Little more than 2 hours and pulled 
up at the semaphore at the approach to Kizhi. There were still 20 km be- 
fore Petroveakiy Zavod. The rears of enother two freight trains were 
visible ahead. Deputy senior dispatcher of the Ulan-Ude Division V. 
Molechanov sighed: 


‘Now it will take at least an hour to get to the junction." 


And he was not mistaken. We moved with dozens of stops and, naturally, we 
arrived at the junction late. 


he reception of even-numbered traffic on this day went at this pace: 

from 03500 to 0600 hours less than half as many were accepted as from 0600 
to 0900 hours. Yard duty officer L. Kopytova said that only some of the 
sain tracks up to the Karymekoye Railroad Yard were in operation, and that 
there was an average of 1) abandoned trains at each yard. 


Sut now the time for the turnover of trains had arrived, and the work pace 
rose sharply. ®8y this hour it was three times as much as yesterday, the 
day before yesterday, and even for the whole past week, and the figures for 
receipt of even-numbered traffic were refined--first they named one figure, 
then they added on five trains and then another three. By reporting time 
it fewer trains had arrived, but acceptance was still continuing. 








in the final 3 hours the yard accepted the main share of the trains, fach 
day there is at first @ stirring inte action, then acceptance increases, 
and then there is a peal fever, It goes without saying that it is hard on 
the Jabaykal 'skaya Hailroad workers. They have a very large surplus fleet 
of care. ut where do 30 Ulan=Ude locomotives "take a stroll" along the 
railroad’ On 8 April, for example, only 1 out of 10 was returned from 
Petrovakiy Zavod, 


Pelroveakiy Zaved holds back the acceptance of trains because traffic on 
the Jabaykal ‘skaya Railroad is distributed unevenly, More precise plan- 
ning of the transfer of trains between neighboring railroads and divisions 
18 needed, And there is none,=--V, Seseykin 


Arkhara: Again They Do Crash Work 


The Arkhara Railroad jard should take 10 trains more than it transfers to 
ite neighbors. But the tasks are not carried out. Meanwhile, many yard 
workers recall the time when they received many more here and did not ex- 
perience any special difficulties in doing so. 


"We work as constantly as possible," says yard controller V. Veremeyenko. 
"But unfortunately we do not have enough locomotives. Moreover, many of 
them are irreparable, and diesel locomotives are turned over for trains 
with extreme irregularity." 


The junction actually is not operating smoothly. I became convinced of 
this after spending 8 April with carworkers, in the local carbarn and in 
the operations offices. During the day's first shift the yard was able to 
accept and transfer to its neighbors auch less than had been prescribed. 
What was missed was left for the day shift to make up. And that shift 
rectified the situation to some degree. 


And now the voice of an engineer is heard at the electrical centralized 
traffic control post: 


"l ask that the train be made a little lighter." 
"Why?" asks yard duty officer L. Natochiy. 
"A motor has stalled." 


The duty officer is disturbed. And this is not difficult to understand: 
if this were the only one, it would not be so bad. But that’s just the 
point: already several engineers have asked that their trains be light- 
ened. And the Zabaykal'skayers, as is stated in the norms, put together 
trains with a weight of 4,000 tons. 


it is asked, why are engineers of the Obluch'ye locomotive barn so unwill- 
ing to take heavyweights? For they have new high-powered diesels of the 
2TEIOV series. 
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wih rPoubis » thal these socomotives ted very quickly to an impasse 


feast af ? r PaReeR ale » Natochiy has a Rew worry! V. Marchenko, whose 
| thouid take a tracn from track No 22, cannot be found. He is 
not in the engineer's dining Poom or on the refueling track, and there is 


wer over Une radio. And this shullling goes on for nearly the whole 





The capworker® aise are Letting people down, A train with coal arrived at 
re on Upack No 10. PTO (technical servicing unit] workers detain 
ore than an hour. The yard duty officer communicates at times with 
arworker operator T. Alekseyenko, and each time he gives assurances that 
‘rain So 2604 18 being processed. Finally, at 0740 hours, the carworkers 
‘ndicate that it is peady, and the train leaves eastbound. 





wk (he yard duty officer to seek out PTO chief V. Davydov and find out 
™ h.® what work the carworkers did. It turne out that they were not 
occupied with this train at ali. 


feporting time is approaching. At the electrical centralized traffic con- 
tro. point there is tense expectancy: will all the trains be accepted 
today” The last minutes pass, and down below, on track No 2, a tank-car 
train i8@ paseing. The last one is accepted.--Ya. Zabara 


Moscow, the Main Traffic Administration of the Ministry of Railways: 
iThere Are Achievements, But... 


At the same time that GUDOK's own correspondents were ob- 
serving the situation on the main junction points of the 
Tranesib, our special correspondents B. Zimting and G. 
Tkachey were in the main staff offices of the line--the 
Operating Instructions Section for Railroads of the Urals, 
iberia and the East. The mission was the same--to find 
out the causes of unsatisfactory operation of the coun- 
try's most important trunk line. 


There was here today the usual businesslike situation. None of the ner- 
vousness that is characteristic when there are large interruptions of the 
traffic schedule. Deputy Chief of the Main Traffic Administration L. N. 
wodun also confirmed this: 


recent days a remarkable rise in the passage of odd-numbered trains 
has been observed. Since a major operating breakdown on the East-Siberi- 
an Railroad, traffic has been normalized. According to the current situa- 
tion for today, 8 April, we see that if the Kemerovo Railroad will accept 
trains for the Bolotnaya Yard in accordance with the operating nora, then 
normal traffic to the east will be possible. Now, in our view, the main 
thing for traffic supervisors is not to relax. The fact is that a tenden- 
cy to indulge themselves has been noted on their part." 
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Let us examine the train situation on the railroads. The operations plan 
wae carried out at ali junetion points. This was gratifying. However, 
the tasa of transferring even-numbered traffic that was set by the MPS 
Minvetry of Railways] board remained unfulfilled. 


Meanwhile, there were opportunities for this, we became convineed, having 
ridden throughout the whole Transsib route. Confirmation of this is to= 
day's reporting by our correspondents. Realization of these opportunities 
up until now i8 being prevented by a lack of rigid control of planning of 
the movement of freight to the east, crosshauling, and a large number of 
operating breakdowns, 


Here are the facta. At Sverdlovek alone, through the fault of the locomo- 
tive activity, 13 trains were detained for 13 hours and 30 minutes on 

8 Aprii. Because of the negligence of carworkers here, two trains were 
scratched from the schedule for 2 hours. On the Kemerovo Railroad, ioco- 
motive trouble led t a delay of 5 freight and 2 passenger trains for a 
total of 7 hours. On the Zabaykal'skaya Railroad 7 trains stood idle for 
i3 hours. 


Yes, a8 we see, there is no basis for relaxing. For indeed, the Main 
Traffic Administration itself and its Operating Instructions Section for 
Railroads of the Urals, Siberia and the Far East should strengthen disci- 
pline, struggle against parochialism and monitor fulfillment of the mini- 
stry's tasks.--B. Zimting and G. Tkachev, special GUDOK correspondents. 


11409 
cso: 18629 
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OCEAN AND RIVER 


LINE CONFERENCES* CODE, INTERNATIONAL RELATIONS IN SHIPPING EXAMINED 
Moscow MORSKOY FLOT in Russian No 4, 4 Apr 80 pp 56-58 
[Article by I. Averin] 


(Text) International relations in commercial navigation in our day are 
experiencing the complicated and occasionally unhealthy process of rebuild- 
ing and becoming accustomed to the new political and social conditions of 
world economics. These occurrences have accumulated in world shipping 
during the whole of its history, even though the necessity of a search for 
uniform and universal standards of international association, in the broad 
sense of the word, was plainly formulated only in the last century. 


The beginning was laid down in 1873 with the creation in Belgium of the 
“Association for Reform and Codification of the Law of Nations". After a 
little more than two decades, again in Belgium in Brussels, the Inter- 
national Maritime Committee (MMC) was founded as the new international 
institute for the stabilization of economic relations in commercial navi- 
gation. One of the founders of the committee, the noted Belgian jurist 
Louis Frank, in 1897 characterized the purpose of the MMC in the following 
way! “Our task consists of this: to give to the sea, which offers the 
natural connection between nations, all the advantages of a uniform law 
which would be rational, well thought-out, fair in its principles, and 
practical in its formation.” 


The cited statement is interesting not only as an argument in favor of the 
creation of the International Maritime Committee. In essence, this is one 
of the first statements witnessing that without a universal and recognized- 
by-all unification of the standards for private legal relations, it is im- 
possible to put in order and normalize international relations in shipping 
as a whole. 


The International Maritime Committee accomplished much that was useful for 
the codification of international legal standards connected with the mari- 
time transport of freight and passengers in foreign navigation. But the 
marrow limits of the activities of the committee, which amounted to reduc- 
ing economic policy in maritime trade to the level of the commercial 








transactions of a shipowner with international clients, rather quickly ex- 





wir » In the tinal analysis, the scantiness of that sort of 

ap} ulated an accelerated development of new trends in maritime 
bulb eo 

The nat onal Liberation movement in colonial and dependent countries in the 
post-war years led to the appearance in the world arena of a whole galaxy 


of new otates. Their economic structure often still retains subordinate 
connections with former parent states, but history cannot be turned back. 
The need for fust and authentically equitable international economic re- 

tions, ineluding those in world shipping, in our day is acquiring all the 
ore real meaning. 


‘4 the very first constituent session of the UN Conference on Trade and 
Development CYuNKTAD) [UNCTAD] in May 1964, the developing countries called 


into criticism the monopolistic practice of the cartels of shipowners asso- 
clations, known in shipping under the nametline freight conferences. Fur- 
th liscussion in the working groups of UNCTAD about the nature of the 
activity of these international cartels revealed not only the economic 


lavage which their uncontrollability inflicts on the interests of cargo 
owners, tut also the serious discord in this field between the developing 
countries and the"traditional shipping nations” (the developed capitalistic 
tates) striving to maintain the status-quo. However the efforts of the 
shipowners of the western countries to prevent adoption of an agreed inter- 
mational statement in this field turned out to be futile. In retrospect, 

it can even be said that the attempt in 1971 of the Council of European 
National Shipowners Associations (KENSA) to achieve acceptance of its own 
code of activity for freight conferences (prepared in the staff offices of 
the shipowning concerns in isolation from the political framework of pre- 
sent times) only hastened approval at the IIIrd session of UNCTAD (1972) of 
a resolution predetermining the development and adoption of a UN Convention 
on a Code of behavior for line conferences. 


The countries of socialist cooperation gave substantial support to the po- 
sition of the developing countries. A declaration issued by the delegations 
of members of SEV [Council of Economic Mutual Assistance] at the IIIrd 
session of UNCTAD stated: “The socialist countries, like the developing 
countries, insist upon the liquidation of the negative aspects of the acti- 
vities of the line conferences of the capitalist countries (the closed, 
members-only character, loyalty contracts, and so on) and upon the full 
rights of participation in line conferences by shipping organizations and 
companies of all interested countries on the principles of nondiscrimina- 
tion”. 


The necessity arose to become involved in earnest with putting relations in 
order in the economics of world shipping line transport. Although the ship- 
owners usually do not admit strangers to their financial statistics, ac- 
cording to analyses of the most experienced economists, the total cost of 
the transportation of goods on the regular international shipping lines 
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(basically, these are the members of almost 400 line freight conferences) 
fluctuates from 70 to 80 billion American dollars per year, A reasonable 
Limitation of the super profits of shipping lines by a curtailment of 

thelr revenues by only 14, means a gain of 700-800 million American dollars 
tor cargo owners. Similar correlations of unjustified costs to consumers 
and excessive benefits for the shipowners of the capitalist countries, who 
control more than 75% of the world liner fleet, were the determining fac- 
tors for placing strong delegations at the diplomatic conference which was 
opened in Geneva on November 12th 1973, 


The conference was held in the complex circumstances stirred up by searches 
for compromise solutions for conflicts .at frequently are hardly recon- 
Cilable. The Code of Behavior for Line Conferences adopted at Geneva con- 
tains, nevertheless, many progressive aspects - equal rights for the ship- 
ping enterprises of countries who are trading partners, the right of third 
flags to participate in the activities of line conferences, consultative 
procedures in the commercial area with the participation of representatives 
of the line conferences and so on. The fixing in the Convention of the 
formula for the distribution of cargo quotas among members of a conference 
in the proportions 40%-40%-20% ,according to which the developing countries, 
as trading partners, receive the right to 40% of the volume of transport, 
should also be considered as an important regulation for the developing 
countries. 


There is, finally, a dual interpretation in the Code and the document which 
can lead to conflict. All these elements already have been reviewed on the 
pages of the Soviet press. The conclusion is confirmed that the Code was 
not freed of a number of inaccuracies and that there is a remedy in the 
provision adopted earlier and included in the Convention, about the con- 
vocation of a conference for a survey of the practices in its application 
and the bringing in of appropriate corrections. 


The Code has not yet come into effect because the criteria necessary for 
this have not been met, The total tonnage of the participants of the Con- 
vention must amount to not less than 25% of the world tonnage of ships for 
the transport of general cargoes and containers. Up to July 1979, 43 states 
including the socialist countries of NRB [the Peoples Republic of Bulgaria], 
GDR, Cuba, USSR and the CSSR adopted or subscribed to the Convention on the 
Code on the Behavior of Line Conferences. Not one state of the developed 
capitalist countries has ratified the Convention on the Code, and the men- 
tioned 43 countries possess, according to Article 49 of the Convention, a 
little more than 17% of the necessary tonnage. Thus, the time the Conven- 
tion goes into effect, to a large extent, depends on how quickly states 
subscribe to it,umder whose flags the total registered tonnage is at least 
8% of the world liner fleet, 


Even during the diplomatic conference of 1973-1974, among the delegations 
of the western european states differences were beginning to appear in the 
approach to the principles of intergovernmental regulation of the activity 











of the li onterences, These differences were especially manifested in 
the pournt if view of the delepations of the countries who are members of 
he European Common Market. Io the representatives of France, Belgium, and 
‘RG announced readiness to accept the Code in the form developed by the 
Geneva Conference, then England, Denmark, Holland, and Italy announced a 
‘lametrically opposite and emphatically negative position. Japan, the Scan- 
i\inavian countries and the USA also joined the"anti-Codists" as they later 
began to be called, 


wtter was not concluded by the disagreements in Geneva. On May 15, 
79, alter several years of discussions, the Council of Ministers (for 
ans} tion) of the Common Market was able to approve rules for the 
ratiliecation of the Convention on the Code by members of the EEC and also 
the wording of uniform reservations which each EEC member state must make 
sith its deposit at the UN of a document of ratification or subscription 
to the Convention. The decision of the Common Market will, obviously, have 
ar-reaching consequences and it is worthy of being dwelt on at greater 
’ 


,* > 
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in reading the text of the three EEC reservations to the Convention on the 
Code, and a fourth reservation - interpretations of Article 3 - the first 
thing that strikes the eye is their striking variance with the purpose and 
mrinciples set forth in the Preamble to the Convention. In this respect, 
the second and third reservations carry the greatest discriminatory matter. 
ln essence, the discourse is a unilateral review of a number of the basic 
principles of the Code adopted by the Geneva diplomatic conference. Thus, 
in the reservation about Article 2 of the Convention, the EEC countries 
lecided to revoke the regulations of this article for those line confer- 
ences that serve the Common Market. The specification on reciprocity of 

this article also will be invalid on regular conference shipping lines in 
transportation between countries of the Organization of Economic Coopera- 
tion and Development [OECD], of which 24 member states have capitalist econ- 
mies. (In 1978, Yugoslavia joined OECD under a special agreement.) 


In such a way, a Significant number of the line conferences serving the 
trade of developed capitalist countries are removed from the sphere of ap- 
Dlication of the Code. For themselves, the line conferences retain their 
so-called self-regulation and that selfsame absence of control, for the 
limitation of which the Code was created. You see, Article 2 of the Con- 
vetion specifies such important elements for the activities of freight 
onferences as the equal rights of shipping lines of countries who are 
crading partners, the right of shipping lines of third countries to partic- 
ipation in 20% of the transportation encompassed by the agreement on a pool, 
che right of all members of a conference to participate in a pool, and so 
Mle 


lt is true, the second part of the reservation of the Common Market about 
Article 2 of the Code says that it "-- must not affect the possibility of 
participation -- of the shipping lines of the developing countries --" in 
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the transportat on of Common Market cargoes, nor the shipping lines of 
countries who ize members of OECD as regular lines of third countries; that 
is, cross traders. But on what conditions? It is here in these conditions 
that the diseriminatory scheme of the authors of the EEC's reservations was 
laid down. 


It turns out that if developing states can avail themselves of their rights 
according to Article 2 of the Convention on the Code in the capacity of a 
new reyular line of a third state with all the ensuing rights within the 
framework of the 20% portion of the transport, then here another barrier is 
put up. 


Thus, the entry of these shipowners into a conference of the ship-owning 
countries who are members of EEC or OECD is allowed on the conditions of 
Article 1(3) of the Convention where, as the criteria of acceptance of 
new members into a conference are: "an existing volume of tansport --- and 
prospects for its growth", conformity of the carrying capacity of the mem- 
bers of the conference -- "to the existing and prospective volume of trans- 
port", and also, " -- the affect of accepting a given shipping line into a 
conference on the efficiency and quality of the service of the conference." 
The emphasized reference to Article (3) amounts to this, that any of these 
criteria individually and all the more when taken together, foretell the 
denial of membership by shipping enterprises of the developing countries in 
those conferences where the shipowners of the developed capitalist states 
dominate. The closed and unregulated character of such shipowners associ- 
tions is reserved to them themselves. 


The EEC in general attempts to deny to the other participants in the Code 
not belonging to OECD or to the group of developing countries, for example, 
the socialist states, the basic fundamental principle of agreed interna- 
tional rights - the equality of all states - the equality of participants 
of an international conventien. Such a conclusion suggests itself from the 
fact that in the decisions of the Comman Market the principle of recipro- 
city is stipulated for members of OECD and for developing countries even if, 
on paper, declarative loop-holes remained, but for states who are partici- 
pants of the Convention and who do not belong to either of these categories, 
the effect of the principal regulé*ions of Article 2 of the Code unilat- 
erally are annulled by the reservations. 


Also very far-reaching is the EEC reservation on Articles 3 and 14(9) of 
the Convention, for in Article 3 of the Code, the equality is stipulated 
all members of the line onferences with the adoption bv this [? sic] 
shipowners association of the pertinent decisions and also with the oblig- 
atory assent of the national shipping lines if it is assumed a decision 
affects the trade of their country. Now the Common Market has decided to 
nullify the effect of this article for the activities of the conferences 
serving the EEC (but with the condition of reciprocity) and in transport- 
ation between countries of the Common Market and other members of OECD. In 
such a way, in secret form they will give special rights to the main, the 
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mweCLe lve wre of the conferences from the EEC, and the rest are reduced 


to the ‘vel of second-grade partners according to the conference agree- 
No le resolutely, point 9 of Article 14 was abolished. This point prohib- 
.ts conferences from introducing a new general increase of freight rates 
earlier than 10 months after the previous such increase. Th reservation of 
the Common Market eliminating this regulation will affect equally the in- 
terests of Shippers of the EEC, OECD, the developing countries, and all 
other participants in the Convention.You see, a significant quantity of 
cargoes are being transported by the conferences not only in througn ser- 


vice, but also in accorda.ce with through bills of lading with transship- 
ment i. perts serving this or that conference only on part of the route. 


For instance, cargoes from the USA shipped across the Atlantic with trans- 
shipment in Comtinencal ports will be carried according to a freight rate 
arbitrarily inereaseda by the members of the Common Market, and only on the 
rest of the way from the Continent to some developing country will the con- 
ditions ot the Code begin to apply. The authors of the Common Market's 
reservations can be understood in the sense that the unpredicted jumps of 
currency instability create complications for shipowners in their countries, 
mat it is difficult to agree with the attempts to place the burden of the 
lisorders of their private financial systems on the shoulders of the other 
participants of the Convention and especially,the developing countries. 


Curious also is the interpretation of Article 3 of the Convention approved 
by the Common Market for those cases where this article cannot be nullified, 
as was done in that just considered reservation, for example, in the rela- 
tions with developing countries. In the final sentence of Article 3 it says 
that "== the decisions on questions decided in conference agreements and 
touching on the trade between two countries cannot be adopted witheut the 
agreement of the national shipping lines of these cc-ntries". The EEC in- 
terprets this condition as an agreement of the national carriers of the 
trading states to a unified position up to the beginning of voting on the 
question affecting their trade, What does such an interpretation signify 

in practice? Most likely it signifies that the instrument of supplementary 
pressure is put on the developing countries in the interests of the EEC, 


Even in this far from exhaustive evaluation of the contents of the EEC's 
reservations about the Code of Behavior for Line Conferences, there is a 
question which is important for the participants of the Conventions namely, 
what are the end purposes of the authors of these reservations and to what 
consequences can they lead? 


As regards the purposes, here few variants for doubts remain. From all 
appearances, in the course of five years of discussions within the frame- 
work of the Common Market, the more conservative approach won out. It was 
aimed at retaining the dominating position of the shipowners of the Common 
Market and other so-called traditional shipping states in the international 
system of line freight conferences by any means, even at the price of in- 
(ringing on the rights of other participants of the Convention. 


49 





It is diffleult, finally, te suggest that the governments of countries who 
ire already participants of the Convention on the Code should tacitly re- 
concile themselves with the discriminations foisted on them by the Common 
Market. In case of the ratification of the Code by the EEC countries with 
the reservations approved by their ministers of transportation in May 1979, 
the other participants will react finally in one way or another to the dis- 
criminatory attack. Governments can be expected to declare nonrecognition 
of the Common Market's reservations or still more drastic unilateral ac- 
tions against the flags of the EEC in order to restore equilibrium on the 
basis of reciprocity. But by itself, the decision of the Council of Minis- 
ters (transport) of the Common Market in relation to the UNCTAD Convention 
on the Code of Behavior for Line Conferences signifies an important stage 
in the development of international relations in maritime world trade. 


As a matter of fact, the EEC countries officially have declared their re- 
pudiation of the principles of the equal rights of flags participating in 
international shipping. Exhausting the arguments in favor of their "tradi- 
tional and historic” right to dominate the situation in world shipping, 
they openly defended the path of protectionism that they themselves had 
condemned. The question is not about a shielded, forced, protectionist pol- 
icy of one of the economically developing countries, but about the agres- 
Sive protectionism of regional economic groupings of industrially developed 
capitalist states, Here is the operative formulas What was taken on the sea- 
weys in the colonial epoch is inviolable, and the access of newcomers into 
their private, regional maritime trade henceforth is forbidden. 


If the decision of the Common Market is considered as a declaration of 
"war" with all the other participants in maritime world trade, or simply as 
a demonstration reflecting the processes of polarization of the interna- 
tional economic policy in shipping, the results of the approach of the EEC 
against equality of rights and mutually beneficial relations on the world's 
seaways is easy to foretell. The General Assembly of the UN simply ex- 
pressed itself in its VIth special session, in favor of the establishment 
of a new order in international economic relations - an order based on 
justice and equal rights. In this, shipping as a branch of world economics 
is not excluded, T'o future belongs to the progressive standards of inter- 
national rights an’ nut to the survival of the past. Unfortunately, the 
Snowball of accummlacing confrontation in shipping has begun to gather 
Speed on account of the initiative of the Common Market. 


COPYRIGHT: "MORSKOY FLOT", 1980 
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FOREIGN PORT EXPENSES OF A SHIP RELATED 


Moscow MORSKOY FLOT in Russian No 3, Mar 80 pp 16-17 


LArticle by I, Levin, head of a department of the currency and financial ad- 
inistration of the Ministry of the Maritime Fleet, and I. Starikov, can- 
lidate of economic sc iences ] 


[Text] In some countries, the kind and quantity of cargo, its disposition, 
and also the quantity of ship's stores in double bottom tanks often influ- 


, 


nee the level of port fees, 


This rule has substantial importance in the servicing of ships in the port 
of Alexandria (ARE) [Arab Republic of Egypt] where there are a number of 
fees, somite , in order of importance, tonnage, pilotage, lighthouse, and 
plier fees. The principal part of these fees is charged on the basis of the 
net registered tonnage of ships calculated according to special rules. 


Lnistrations of ships visiting Alexandria must know well the rules 
for filling out the declaration on the inspection of Spaces and double bot- 
tom compartments which are freed from fees,remembering that a judicious 
lisposition of fuel, lubricating oil, and water in double bottom tanks have 
a large economic effect. One must remember that in this port, the calcu- 
lated net registered tonnage consists of the permanent tonnage according to 
he special tonnage certificate for the Suez canal, and a variable tonnage 
lepending on the use of the capacity in the double bottom tanks. One also 
ust keep in mind that the variable tonnage includes the entire volume of 
ink filled to a depth of more than six inches, regardless of its ac- 
contents. The form of the invoices presented to a shipping company in 
rt complicates the verification of the variable tonnage because, in 
tatement of disbursements, the port administration's invoice 
for the principal fees is usually included without a supplementary declar- 
ation about the disposition of fuel and other stores. Therefore, to streng- 
then verification, captains of ships must fi11 out the declaration in sev- 
eral coples, one copy to be sent in to the finance and currency department 
of ne Shipping company. Some ship captains, in signing declarations or 
Knowledgements of pilotage, instead of the Special registered tonnage, 
ist the usual one - the one according to the measurement certificate. 


., * ’ 
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According to local rules, that gives the port authority the basis for 
chareine tees according to an unusually high tonnage. (For shelter deck 
siips the overstatement can amount to 70%) 


[1 1967 the USSR Register introduced a change in the "Rules of Admeasure- 
mnt of Seagoing Ships" in accordance which, for newly constructed ships, 
all double bottom compartments not used for fuel, stores, or cargo are not 
included in the gross registered tonnage. This regulation was extended also 
to a munber of ships already in operation, and that led to a change in 
their registered tonnage. 


The recalculation of the registered tonnage of such ships led to the neces- 
sity of replacing the ships’ measurement certificates with new ones. These 
changes,however, were not promptly reflected in Lloyd's Register which is 
used by foreign ship servicing agents in charging fees. For some of these 
ships, the discrepancy between the registered tonnage listed in Lloyd's 
Register and that on the ship's measurement certificate is very substantial. 


The command personnel of ships should bring to the attention of ship ser- 
vicing agents the change of registered tonnage and confirm these changes 
with the ohips' measurement certificates. 


The skilful use of the tonnage mark is an important resource for reducing 
ships’ foreign port expenses. It is known that in accordance with the 3rd 
session of IMCO (the Intergovernmental Maritime Consultative Organization), 
a tonnage mark is placed on the majority of ships. This mark is calculated 
on the basis of the new principles of admeasurement and on the new inter- 
pretations of the concepts of “shelter decked" and “open” spaces. These 
recommendations of IMCO were recognized by the governments of a number of 
countries (Belgium, Denmark, Ghana, Holland, Great Britian, Spain, France, 
FRG, Japan and others). In addition, they recognize the tonnage mark cer- 
tificates of Australia, Lebanon, and Nigeria although, officially, they did 
not adopt IMCO's recommendations. For a partially loaded ship, the correct 
and sound use of the tonnage mark can have definite economic effects. It 

is sufficient to note that the reduction of tonnage as calculated to the 
tonnage mark in comparison with the measurement certificate tonnage amounts, 
for ships of the “Leninskiy Komsomol" type, to about 2000 register tons; 
for ships of the “Beloretsk” type, to about 2160 register tons, and for 
ships of the “Bezhitsa” type, to about 1930 register tons. Therefore,in all 
cases when the tonnage mark is not submerged, ship captains should insist 
upon the charging of fees according to the tonnage mark, and, in case of a 
denial of this by port authorities or ship servicing agents, they should 
make a note of it on the documents so the shipping company subsequently can 
present a clain,. 


In a denial of the use of the tonnage mark by port authorities, it is ne- 
cessary to present a written protest to the agent and to inform the ship- 
ping company. An official confirmation of the nonrecognition of the tonnage 
mark should be required from the ship servicing agent. 
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“) COl tL tilling out of documents plays a major role in curtailing the 


for woe of ships, The careless and untimely preparation of 
ther roa ie conditions tor unjustified inereases in fees, 
Duriny ‘Sage Lough the Bosporus straits for example, in accordance with 


A 
the operative rules, public health formalities are carried out in which the 
: ministration is obliged to list the net and gross regietered ton- 


ape according lo the measurement certificate on a special public health 
acknowlcodgement. These data are put down on a registration card, on the 

masis of which, over a period of six months, the ship is charged lighthouse, 
public health, and pllotage fees, 


An orvor in filling out these acknowledgements leads to excessive expenses 
luring subsequent passages of the straits by the ship. 


hip captains must agressively demand to see the documents on expenses gen- 
‘rated in foreign ports remembering that the absence of the captain's sig- 
nature does net release the shipping company from paying the expenses if, 
in fact, the services were vendered. It should be kept in mind that in some 
ports, ship servicing agents are not interested in timely presentation of 
locuments to the captain for signature but prefer to present them before 
leparture of the ship, creating the possibility of additional sums in pen- 


alties. 
Ship captains are personally required to sign money vouchers. 


tantial sums are charged in a number of foreign ports for pilotage duur- 
ne a ship's entry into a port, exit from it, and also in changing moor- 
ings or pulling a ship along a pier to a different berth. To lower these 
expenses, the participation of the captain in choosing a berth is of no 
small importance. Some captains rely wholly on the ship servicing agent,al- 
though in practice the participation of the captain in this matter,when he 
has a good knowledge of port conditions, permits selecting better conditions 
for processing the ship. 


[t is necessary to bear in mind that curtailment of the distance of pilot- 
ime, the number of mooring changes and berthing shifts, and the time of day 
of using pllots'services can have an important economic effect. This is 
especially important in the ports of those countries where the cost of 
these operations is high. In this it must be remembered that in some for- 
eign ports there are pilotage fees which, as a rule, are charged according 
to a tixed rate depending on the registered tonnage of the ship. In this 
case, the captain must only draw up the primary document correctly, not al- 
lowing an overstatement of the tonnage. In those ports where piloting is 
not required, pilotage fees cannot be charged,as in this case the partic- 
ular amount of piloting is paid for by the ship. In the first case the dur- 
ation of the services does not play a significant role, but in the second 
ase it is the determining factor of the level of the expense. 








the echolee of the time of day for carrying out pilotage, mooring, and other 
uvperations deserves special attention, Analysis of the principles and con- 
litions of charging pilotage fees has shown that in all ports delay of the 
pilot on the ship after completion of the pilotage or the late ordering or 
pecttying of hie services leads to excessive expenses, Such cases are fre- 
quent. As a rule, in all porce the services of pilots, tugs, and moorings 
rendered outside of working hours, on Sundays or holidays,are settled at 
increases of 50% to 100%, Therefore, if possivle, these operations should 
be do. during working hours, 


It should not be forgotten that in a number of ports, the administration 
deliberately tries to carry out piloting, mooring and other operations out- 
side of working hours. The captain must be critically concerned with the 
chances of artificially increased expenses, and must study the complicating 
circumstances in the port and inform the shipping company, simultaneously 
giving a notice in written form to the ship servicing agent. 


Lower expenses are possible .1so by a judicious use of tugs. For this it is 
necessary for the captain to know well the navigating conditions and the 
practices in the assignment of tug services. In those cases when the hiring 
of tugs in a port is obligatory, it is necessary to use them,endeavoring in 
the process to order tugs of the necessary power. To refuse tug services in 
such cases is to no purpose. 


In ports where the hiring of tugs is not obligatory, one must proceed from 
the specific conditions of the pilotage. It is necessary to demand the re- 
mates for tug services from the ship servicing agent where these are est- 
ablished in the agreements with the agent. In the concept of “services” 

the costs of hiring launches and automobiles, postal and telegraph expenses, 
the installation of a telephone on the ship, and other things are included, 
Although, individually, these expenses are not substantial, taken altogether 
they noticeably affect the total of expenses in foreign ports. 


The level of the expenses in foreign ports depends to a significant degree 
on the correct choice of the ship servicing agent especially in the trans- 
port of the cargoes of foreign charterers. As a rule in chartering a ship, 
foreign charterers try to obtain the right of giving the servicing of the 
ship in the ports of unloading to their own agent. This not only compli- 
cates the management of accounts with ship servicing agents, but substan- 
tially degrades the servicing of the ship in those ports, and,as a rule 
leads to an increase of ships’ expenses. 


Inasmuch as in charters the totals of the payment on account which the 
agents of the charterer usually demand are not specified, claims in exces- 
sive amounts are presented to the shipping company. With nonobservance of 
these claims, the ship servicing agents refuse to fulfill a number of op- 
erations directly relating to the servicing of the ship such as supplying 
products and materials, the giving out of local money to the crew, and 
other services, Instead of a display of proper exactingness to such agents, 
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to increase the personal interest of ship cap- 
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reducing expenditures for pilotage( that would be achieved by way 
" payment to them in foreign currency of some part of the total sav- 
“ ecelving development. 
onomies in the expenses of a ship that are well thought-out in all re- 
pects, substantial increases in the effectiveness of maritime transport 
operat ior an be achieved. One way of reducing expenditures is to stead- 


the seamens’ knowledge about the problems of commercial and 
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OCEAN AND RIVER 


A SHALLOW-DRAFT TANKER FOR THE CASPIAN SEA 

Moscow SUDOSTROYENIYE in Russian No 4,Apr 80 pp 7-8 

[Article by M, N. Chemodanov and N. R. Gribanov] 

[Text] In our country, construction has begun of 5000-ton deadweight, 
shallow-draft tankers for transporting all kinds of petroleum and petrole- 


um products of the Ist, IInd, and IIIrd categories between Caspian Sea 
ports. (Figures 1 and 2) The personnel of the Volgograd shipbuilding plant 





Figure 1. Model of 5000-ton Deadweight Tanker 


have undertaken to deliver the first ship of the series - the "Oleg Kosh- 
evoy" - by the 110th anniversary of the birth of V. I. Lenin. The tanker is 
a steel, Single-deck motorship with a forecastle and with a continuous 
iouble bottom and double sides. Its twin screw diesel-and-reduction gear 
power plant and cargo pump room are situated in the stern as also is the 
three-tiered deckhouse with living quarters. The ship is tuilt to the 
Register of the USSR classifications KM*L3 /I] A2 (tanker). 
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Principal Characteristics 


Length overall 125.0 meters 
Length between perpendiculars 120.5 ” 
Beam 16.6 ad 
Height at side 6o ”" 
Draft to summer load line 4.2 " 


Freeboard, with allowance for removable 
parts, and with 3-meter draft 14.5 " 


Deadwe ight 5000 tons 
Power 2200 Kilowatts 
Speed, loaded 11.5 knots 
Endurance 15 days 
Crew 28 


The hull has a transom stern, a simplified shape in the middle part, and a 
special form of bulbous bow. The deck is continuous, without sheer, and its 
camber is formed by two longitudinal discontinuities. There are bilge keels 
on the parallel middlebody. 


The hull framing system is mixed. A longitudinal framing system is used on 
the bottom, tank top, deck, and on the longitudinal bulkheads in way of the 
cargo tanks. A transverse framing system is used on the remaining structure. 
To improve conditions for stripping, the tank top is inclined from the 

Sides toward the centerline plane. To increase cargo capacity, the second 
Cinner] sides of the tanks are sloped. The basic hull material is type 0962 
steel. Secondary structures and the deckhouse are made of VSt.3sp2 steel. 


Widespread use has been made on the tanker of corrugated structures for the 
longitudinal and tranverse bulkheads of the hull, for the enclosures of the 
deckhouse, and so on. Among the peculiarities of the structure of the tan- 
ker, is the fact that there is no poop structure and no engine room casing. 
Instead of a casing, removable plates are provided along the sides of the 
main deck through which large size equipment, in. uding the main engines, 
can be put on board. 


Much attention has been given to the habitability of the ship. To reduce 
noise and heat radiation, the exhaust stacks for the main and auxiliary 
machinery are placed outside the limits of the living spaces. Cabins are 
situated mainly on the second tier of the deckhouse. All cabins and public 
compartments are airconditioned. The crew is accomodated in 12 single berth 
and 3 double-berth cabins having sanitary facilities, and 5 double-berth 
cabins having wash stands. The captain and the chief engineer have suites. 


For loading and unloading petroleum products and for stripping the last 
little bit of cargo from the tanks, an integrated piping system was devel- 
oped and combined with the hot-fluid tank heating system. A manifold is 
provided on deck out from which go two main pipelines serving the port and 
Starboard tanks. From the main pipelines, branch pipes are led off into 








Valvi in them which regulate the 


auUct LANAS « 
Ain pipeline, by means of a special pump or by one 
w Carno pr ’ 4 petroleum or petroleum products are pumped out of 
| » 1 throu a steam heat exchanger, and returned to the tanks. 
he inclined tank top and the presence of a trough on the centerline facil- 
ta the stripping of cargo from the tanks. The small residues of cargo 
{1 0W wn Along the trough to receivers situated at the after transverse 
ulkhea f the tanks. The cargo system is served by two L2NDsV vertical 


, each delivering 600/850 cubie meters per hour at a head 
‘ Liopaseels [about 78 psi]. The operation of the cargo system is 


mtrolled trom the Station for control of cargo operations. 
\n assemblage of measures is provided on the tanker to protect the environ- 
from pollution. The hull is divided into six cargo tanks having a to- 
tal capacity of 5,900 cubie meters which are separated from the outer sides 
and the bottom by clean ballast tanks. The volume of the latter amounts to 
»/ eters. There is a Special tank with a capacity of about 40 


ibi eters for the collection of bilge water. Sewage is collected in a 
tank whose volume is based on the duration of the ship's stays in sanitary 
zones. Waste water from basins, showers, and the galley is delivered to a 
tank whose volume is selected in the same way as for the sewage tank. To 
‘ompensate for the change of trim of the loaded ship as fuel is consumed, 
liquid ballast is taken into clean tanks in way of the machinery space. 


nould be noted that all outlets from the above systems are sealed. De- 
f seware and waste water to onshore receivers is provided for by 


4 . 

‘ion of dry rubbish and waste from food products, containers are 
istriluted about the ship. The separated residues of fuel and lubricants 
011 ed in special tanks and then pumped out into shore receiving 

. UOT . 


ne ship is provided with water, foam and liquid fire extinguishing systems. 

we supply of water for the water and foam extinguishing systems is pro- 

ided by two pumps with a total output of 260 cubic meters per hour at a 
ure of 1 megapascal [about 142 psi] and an emergency pump delivering 

0 cubic meters per hour. There is a system of foam fire extinguishing of 

edium expansion ratio. For delivering foam to the origin of a fire, moni- 

‘ors are provided at the forward end of the deckhouse, on the catwalk, and 
the forecastle. The liquid fire extinguishing system is used for fight- 
fires in the machinery compartment, the TsPU [Central Control Post ],and 
the mufflers and spark arrestors 


The complex of fire prevention measures includes electrostatic protection, 
talli iling lattices, and fireproof panels made of asbosilit [asbestos 
ich are used for bulkheads between cabins and for the finish- 
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The two main engines are type 64RPN 36/45 diesel-and-reduction gear units 
each with 1100 kilowatts of power at 252 RPM of the output flange of the 
reduction gear. The engines operate on either diesel or motor fuel. The 
provisions for automatic control allow the power plant to be operated under- 
way without a continuous 24-hour watch but with monitoring of the operation 
of the mechanisms in the machinery space from the central control post, and 
without a servicing watch while at anchor. 


The auxiliary power plant consists of four DGR 150/750 diesel generators of 
3 phase, 400-volt, alternating current with a power of 150 kilowatts each, 
two KAV 1.6/7 auxiliary boilers each producing 1.6 tons of steam »*r hour , 
and two KUP 80/6-4 waste heat boilers operating off the exhaust | -es of 
the main engines. There is also a 50-kilowatt emergency DGA 50-ER diesel 
generator of 400-volt, 3%phase alternating current. Electrical equipment 
operates from a 380-volt supply. Basic lighting is at 220 volts. 


The propulsion and steering complex consists of two, 2.2 meter diameter, 
fixed pitch propellers and two double gudgeoned semibalanced rudders, the 
area of each being 9.3 square meters. To turn the rudders, there are two 
R16 electrohydraulic steering engines each with a rated torque of 245 kilo- 
newton-meters [25,000 kilogram-meters]. A PU 130A thruster with a thrust of 
16.7 kilonewtons [about 1700 kilograms] is installed in the bow. The anchor 
mear consists of two bow combination anchor and mooring windlasses, and two 
2.5-ton anchors with 46 millimeter chain. There is also one stern anchor 
Windlass with a one-ton anchor with 34 millimeter chain. 


Lifesaving equipment includes two LT-30 tanker life boats with 30 person 
capacity, and two PSN-10M rafts for ten persons each. 


Modern radio and electronic gear for external communications and radio navi- 
gation is installed on the ship including four radio stations (two of them 
are UKV), an emergency set, a radio direction finder, two radars, a gyro 
compass system and other equipment. 


In developing the hull structure, great attention was paid to standardiza- 
tion of the elements of the shell, framing, sections, and blocks. The de- 
Sign envisages the assembly of the parallel middlebody from structural 
modules each of which is a completely formed part of the hull having a 
length of 6 meters and made up of standardized sections, subsections, sub- 
assemblies, and parts. The weight of the structures being assembled from 
the standardized sections and modules amounts to 53% of the weight of the 
entire hull. The standardization of sections and modules allows making 
several section; from a single drawing. 


In the formation and building of the living spaces, a modular system was 
used, The accomodations of the ship are standardized, having a simple geo- 
metric form, The dimensions of cabins are divisible into a common dimen- 
Sional module of 100 millimeters. For forming compartments, six standard 
Size panels of asbosilit are used. 








, " . } 
1.iati1on Ol ecnanical 


equipment is accomplished in the form of 
. Of the 15 assemblages installed on the ship, 12 are furnished 
ors, and there are 20 functional units made by the shipyard. In 


) transfer the maximum amount of installation work from the ship to 


shops and to reduce the period of construction on the ways, part of the 


* 
vw 


yal units and individual mechanisms, equipment and piping are as- 


‘¢ into zonal units. The assemblages, functional and zonal units em- 
more than 80" of the equipment, 45% of the fittings, and 30% of the 


the machinery compartment,the planning of which was carried out 
olumetriec method with the aid of a plant laboratory scale mock-up. 


new tankers to the maximum degree meet the demands for ships of the 
‘11 


ic class and are intended as replacements over the next ten years for 


»ll<known series of Shallow draft tankers. 


COPYRIGHT: Izdatel'stvo “Sudostroyeniye", 1980 


11% 
CSO: 


1829 END 


61 








END OF 
FICHE 


DATE FILMED 


YO 
WA 











